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RAFFICWORL 


A weekly publication designed to fulfill the needs of shippers, 
carriers, lawyers and al] others who desire to keep abreast 
with the developments in the traffic world. 





Published every Saturday by 
THE TRAFFIC SERVICE BUREAU 
at Chicago, Ill. 


Copyright, 1910, by The Traffic Service Bureau. 
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All remittances should be made payable to order of THE 
TRAFFIC SERVICE BUREAU and should be in Chicago or 
New York exchange. We have to pay exchange on checks on 
outside banks. 





ADVERTISING RATES 


Advertising rates will be made known upon application to 
the Chicago office. 





SPECIAL SERVICE 


THE TRAFFIC SERVICE BUREAU has facilities for 
securing any special information upon traffic matters desired. 
This includes examination of records, copying reports and -tariffs 
or compiling data upon traffic affairs, either from the records of 
the Interstate Commerce Commission or from the records of 
any of the various state commissions. Charges for this service 
are based upon actual time consumed and are extremely low. 
Tell us what you want and we will tell you what we can do. 


Chicago Office és, 5 ee Bee 126 Market St. 
Washington Office. . . . « . » .« 603-605 Westory Bullding 
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Rates Based on Valuation 





In the plan to base rates on valuation the inquiry 
is presented to us: What are the rates to be based on? 

It is admitted that we can consistently consider 
tates based on tne valuation of a street car line en- 
gaged only in transporting passengers in very circum- 
scribed limits or upon an electric light plant; the first 
having only one fare to sell and the’ second only cur- 


rent. In the many thousands of articles of commerce 
going great distances, under varying conditions, how 
Shall the burden be approximated? Will the shipper 


of dry goods be permitted to select his own place in 
the list of those who pay for transportation? Perhaps 
the coal shipper is perfectly willing that the shipper 
of boots and shoes should stand more of the cost, than 
applies upon fuel, and so on, through a list too numer- 
ous to specify, and thus the circle is completed. 

The statement is made with much emphasis by our 
correspondent that the only sound theory that can be 
accepted as fair is the value of the service, and that 
Tates must be changed as often as commercial neces- 
sity requires, regardless of whether a line earns 4 per 
cent or 9 per cent upon valuation. 
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THE RETORT COURTEOUS 


Disclose Facts Without Temper— Rate Controversy a 


Business Proposit.on, Not Personal Quarrel 





A Chicago item in the Fort Smith 
(Ark.) Times-Record reads as fol- 
lows: 

Chicago, October 3.—In its cur- 
rent issue, the’ Railway Age Gazette, 
the mouthpiece of the railways, has 
renewed the charges that members 
of industrial associations have been 
forcing the lines to give rebates to 
them. 

The charge is a reply to the re- 
cent statement of LaVerne W. Noyes that the recent 
charges made by the railroads regarding rebating were 
“just a wild shower of generalities.” 

The periodical names the Commonwealth Edison 
company of Chicago and the International Harvester 
company as beneficiaries under the alleged system of 
scaled rates. 

The well-known authority given, the Railway Age 
Gazette, makes the announcement worth more than pass- 
ing attention. It is rather difficult to assume that what 
is properly understood by rebating can be attempted 
and effectively carried on, by any connivance between 
shippers and railways. Any claim of this character 
therefore must naturally be substantiated, if possible, by 
a proven arrangement of the scale of rates published 
creating preferential conditions. In the actual tariff 
changes following the Hepburn act, the rate adjustment 
made at the time lost sight in some cases, perhaps, that 
so-called competition had placed commodities taken 
from the class rates at a much less per cent of the 
class rates than was the nominally understood basis 
of difference in the start. In the tariffs hurriedly issued 
following the act, it may very likely be true that the 
question of immediate attention was publication, rather 
than alignment. If this supposition has merit, it would 
follow that both railways and shippers were not taking 
time to consider the rates themselves, upon the theory 
of the relative adjustment, and consequently the results 
of competition left advantages that 
in a just equalization. 





unreasonable 
This has been an argument of 
some well-known shippers’ representatives 
the question of a rate increase. 


were 


concerning 
We are of the opinion 
that if this condition is a fact, it will be apparent to 
any who are beneficiaries by the inequalities, and that 
their willingness to submit to a fair relative alignment 
is a foregone our minds 
as Mr. L. W. 
Noyes wishes as opening asserting, 
that a counterbalance to 
rate increases the rebating of freight charges, even by 
suggestion. 


conclusion. We question in 
influential a business man 
to be understood 


railways to-day advance as 


whether so 


This brings us to our first conclusions in 
commenting upon the rate controversy, and that is that 
the question must rest upon the facts to be submitted, 
and that both sides must retirement from 
positions that prove untenable. It is not a case where 
personal irritation has any place. W. B. B: 
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EASTERN RATE HEARING 


Railroads Continue the Presentation of Their Case 
Before the Entire Commission 





Washington, D. C., October 14-—The eastern rate 
hearing, involving advances in rates in Official Classifica- 
tion territory, was resumed before the full Commission at 
10 Wednesday morning with James S. McCrea, president 
of the Pennsylvania, as the first witness. R. Walton 
Moore filed statistics for the Norfolk & Western, showing 
revenues that would accrue under rates under investiga- 
tion and the recent wage advances. ; 

Francis I. Gowen for the Pennsylvania then addressed 
the Commission, reviewing the history of the case to the 
present time. He stated that advanced wages would add 
$34,000,000 a year to the eastern carriers’ burdens, while 
the rates under fire would add only about $27,000,000 to 
the annual revenues—both estimates being based on 1910 
figures. He declared that the testimony introduced in 
New York tended to prove that the burden of the ad- 
vance had been equitably distributed; that passenger 
rates and a large number of commodity rates could not 
be raised. 

He felt that the testimony so far introduced had dis- 
charged the burden of stablishing a prima facie justifica- 
tion of the advances that have been suspended, but the 
roads were now going to offer testimony of a broad and 
general nature in further support of the railroads’ case. 

Francis B. James of Cincinnati, one of the attorneys 
for the shippers, desired to call the attention of the Com- 
mission to the fact that, despite the wage increases, for 
1910 the railroads were still able to show a net increased 
revenue of $55,000,000. Mr. Gowen interrupted to state 
that the wage increases had applied to only two months 
in 1910. Mr. James reiterated that the estimate had 
been made had the wage scale now in effect been ap- 
plied there would have been an increase in expense of 
$34,000,000, while increased rates would add only $27,000,- 
000, and that his statement was therefore: very pertinent 
to the question. 

Frank Lyon, for the Commission, wanted to know on 
what grounds the railroads predicated their advance. 
Mr. Gowen felt this was a question that should be re- 
served for argument. 

Mr. McCrea then took the stand. 

“The testimony that I want to give is that the 
Pennsylvania system east of Pittsburg has cost very 
much more than the capitalization represents. On that 
capitalization it has never paid more than a fair return, 
less, in fact, than most other characters of investment, 
such as manufacturing, mining and agriculture. The 
results of constant increases in its business have been 
distributed either through reductions in rates, increases 
in amounts paid for wages and material, or by rein- 
vestments in the property not capitalized. It has always 
been typical of good and constantly improved service— 
in fact, the character of service which, if I understand 
the American people, they desire perpetuated and im- 
proved. A railroad system of this character so cap- 
italized and rendering a service which is not only of 
the highest character, but satisfactory to the public 
and to its patrons, deriving, as it did in the year 1909, 
net earnings to the amount of but 5.01 per cent of the 
amount actually invested in the’ property, it is difficult 
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for me to understand how a system of rates which 


secures such results can be regarded as on too high 
a basis. 


“The Pennsylvania Railroad company has for many 
years past, as a result of its operations, realized a 
substantial surplus in each year over and above the 
amount required to enable it to meet its interest charges 
and: pay moderate dividends on its stock to its stock. 
holders. This surplus has varied in amount from year 
to. year. For the last ten years the average has been 
about $12,000,000 a year, practically all of which has 
been expended on the property for the purpose of 
enabling the company to conduct its operations more 
safely, more efficiently and more cheaply. 

“Since the passage of the interstate commerce act 
in 1887, the amount expended on the property of the 
lines east of Pittsburg out of the surplus earnings and 
from other sources than the proceeds of the sale of 
issues of bonds or stock or other securities aggregates 
$262,000,000, and the company was enabled to provide 
almost all of this large sum out of the surplus earnings 
derived from the operation of its property. The Penn- 
sylvania railroad and many of the roads embraced in 
its system were built at a time when it was difficult 
to secure capital for such enterprises. The country 
through which the roads were built was at that time 
comparatively thinly settled and the business light. The 
character of the construction which was suitable for the 
time and the existing conditions was, to a large extent, 
unsuited to later conditions. The safety of the public 
and of employes required elimination of grade crossings 
of highways, the use of safety appliances, and the use 
of improved material and equipment, all of which in 
themselves do not yield much, if any, net return, and 
it was to meet these conditions and to adapt its road 
and equipment to modern requirements that the uncap- 
italized earnings in the form of surplus have been so 
freely spent. Had these earnings not been available, 
and had they not expanded for the purposes indicated, 
the Pennsylvania railroad would to-day be a very dif- 
ferent railroad and would have been wholly unable to 
render the service to the public which it is to-day 
rendering. The accumulation of these surplus earnings 
which have been thus expended has only been possible 
because the rates of freight in force since the passage 
of the interstate commerce act have been sufficient to 
realize for the company amounts in excess of its ex- 
penses, taxes, interest and dividends. 

“The fact that these surplus earnings were being 
earned in each year has not been a matter that has 
been concealed from the public, but, on the contrary, 
the existence of the surplus and the disposition made 
of it has not only been public property, but the method 
or practice pursued by the company in providing, in 
part at least, for the necessary additions to and im- 
provement of its property in this manner has been 
generally and publicly commended and approved. It is 
vitally important that in the future the company should 
be enabled to continue to pursue the policy which has 
guided it in the past, and to provide in part at least 
for future additions and improvements out of surplus 
earnings. It is fairly to be expected that the company 
will be required to make as great expenditures in the 
future as it has made in the past. An enormous amount 
of work remains to be done, for which additional funds 
will have to be secured. The public of to-day is de 
manding a service of a far more costly character than 
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10 or 20 years ago was expected or desired, and in 
order to make the improvements required to meet the 
constantly increasing demands of this character and to 
furnish a service which, according to modern views and 
standards the public, in a sense, has a right to ask 
for, large expenditures must continue to be made upon 
the property, and if this company is to meet these 
conditions and is to continue to progress and not go 
packward (because. there is no such thing as a large 
railroad system standing still), it must continue to 
derive earnings from its operations not merely sufficient 
to enable it to make a fair return to its stockholders, 
but sufficient to earn a surplus which can be expended 
on the property sufficiently large to maintain the credit 
which it has established. 

“In the last ten years the Pennsylvania Railroad 
company has expended upon its property out of income 
upward of $116,000,000, and has also secured through 
the sale of its stock, exclusive of premiums to the 
amount of about $275,000,000, and through the increase 
of its bonded debt, exclusive of car trusts (25,000,000), of 
about $172,500,000. Its ability to sell its stock and 
bonds has been due to the fact that it has not merely 
paid dividends of 6 per cent or 7 per cent, chiefly the 
former, but that it has been able to show at the end 
of the year large surplus earnings which it has put 
back into the property. When investors have been asked 
to purchase its stock or bonds, the company has been 
able to show that it was then in receipt of enough 
income to enable it to make a fair return on the securi- 
ties that it proposed to issue, even if the proceeds of 
these securities could not be so invested as to enable 
the company to. derive an immediate return thereon. 
In other words, the existence of the surplus earnings 
established a credit which enabled the company to se- 
cure the additional funds necessary to make improve- 
ments or additions as these became necessary. 

“What would have been “the condition if the com- 
pany’s earnings had been so restricted in the past as 
to prevent it from accumulating surplus earnings avail- 
able for the improvement of its property? If the $262,- 
000,000 which have been thus expended on the lines 
east of Pittsburg had been realized through a sale of 
securities, these securities would have had to have been 
sold at a price which could have been realized for 
them, and if the earnings of the company had been 
such as to barely cover the amounts required to meet 
its interest and dividends on its then outstanding se- 
curities, the prices realized for any additional issues of 
securities would have been such that the additional 
charges to which the company would have been sub- 
jected would have to-day necessitated rates higher than 
those which have been prevailing in order to enable the 
company merely to meet its interest and dividend 
charges. 

“But there is another feature to be borne in mind 
in this connection, and that is that a large part of the 
$262,000,000 thus expended upon the property has been 
Spent for purposes which would hardly justify an in- 
crease of its capital. Take, for instance, the amounts 
expended in changes of line in order to eliminate curves 
or to reduce grades. In almost all cases of expendi- 
tures of this character the old line is abandoned. Take, 
also, the large amounts which have been spent in the 
elevation of the railroad through cities, and many other 
items of a like character. Expenditures of this char- 
acter which do not result in any additions to the prop- 
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erty which would tend to increase its gross earnings 
or revenue ought not, where it is possible to avoid it, 
to be treated as capital expenditures. 

“During all the period that these large expenditures 
were being made, mainly out of surplus earnings, one 
of the main purposes that the company had in view 
was the reduction in the cost of transporting its busi- 
ness. Throughout this period the general trend of wages 
has been upward, and the same has been true of its 
taxes and of many other items which enter into and 
affect operating cost. Increased cost resulting from 
these features has been largely met by the reduction 
in cost resulting from expenditures made for this pur- 
pose, and thus it has been possible to avoid constant 
and frequent increases in rates of freight. which other- 
wise would have had to have been made in order to 
enable the company to meet its increased operating cost. 

“In the present year the expenses of the companies 
whose lines are embraced in what is known as the 
‘Pennsylvania Lines East of Pittsburg,’ have increased, 
due to an increase in the rate of wages paid to their 
employes, between seven and eight million dollars per 
year, and it is necessary for this company in some way 
to recoup itself for this additional tax on its income. 
Heretofore in similar cases this has been accomplished 
partially by advances in rates and partially through 
economies resulting from reductions in grades, increased 
hauling capacity of locomotives, increased capacity of 
cars, and increased volume of business. 

“So far as concerns economies which will result 
from reductions in grades, increased hauling capacity of 
locomotives and increased capacity of cars, the com- 
panies are to-day already practically deriving the full ben- 
efit from those which are possible in this direction, due to 
expenditures heretofore made, for we have practically 
completed our grade reductions and have probably 
reached the maximum size for our cars and engines. 
And it is to be borne in mind in this connection that 
we are now largely unable to secure the benefit of 
increased economies resulting from larger engines and 
cars and reduced grades with respect to our preference 
freight trains, in which the merchandise class traffic, as 
a rule, is transported, due to the fact that the amount 
hauled by these trains is limited by higher speed and 
the maximum grades over which they must pass, this 
being necessary in order to avoid the breaking up of 
the trains at transfer points. 

“For the last three years there has been practically 
no growth in business. The records of 1910 will show 
that the business of that year is below that of 1907. 
I do not mean that it should be inferred from this that 
there is not, in my opinion, going to be any future 
growth in business, but east of the Mississippi, at least, 
in my judgment, it is going to be at a markedly slower 
rate than in the past, and with that growth will prob- 
ably come a diminishing length of haul, thereby tend- 
ing to reduce the gross earnings of the companies. 
But even if our gross earnings are to continue to grow 
as the result of growth in business, the additional net 
earnings that will be derived from the increased busi- 
ness will, in all probability, fall very far short of 
making good the additional cost put upon the companies 
by the wage increase. 

“That this is true is largely demonstrated by the 
results of the company’s operations for the five months 
following the advance in wages. In these five months 
the gross earniligs of the lines east. of Pittsburg in- 
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creased about $6,700,000, while the net earnings (in- 
cluding in the expenses expenditures heretofore made 
for additions and betterments, in order to enable a 
comparison to be made with last year, when expendi- 
tures of the same character were also included in op- 
erating expenses) decreased about $3,000,000. Treating 
these months as typical months, and there is no reason 
why they should not be regarded as such, and extending 
the figures so as to embrace a year’s business on this 
basis, the result would be that with increased gross 
earnings of about $16,000,000, there would be a decrease 
in the net earnings of about $7,200,000. The results of 
the five months’ operation already referred to have 
also. shown that (treating again the expenditures here- 
tofore made for additions and betterments as part of 
the operating expenses, in order to enable a comparison 
to be made) the operating ratio has risen from 69.70 
per cent in 1909 to 75.51 per cent in 1910, an increase 
of almost 6 per cent. There is no reason, in my judg- 
ment, for expecting that further increases of gross 
earnings will tend materially to reduce this operating 
ratio, except to the extent to which increased rates 
of freight will tend to do this. The company will, there- 
fore, in the future be obliged to expend for operating 
expenses, including taxes, increased $52,000,000, and the 
increased earnings which it may derive, but the 25 per 
cent which will be thus left will not represent surplus 
earnings; thus, for example, gross earnings of the Penn- 
sylvania Railroad company in the year 1909, exceeded 
those of the year 1900 by about $66,000,000, the operating 
expenses, including taxes, increased $52,500,000, and the 
net earnings about $14,000,000. 

“But in this same period the investment of the com- 
pany in the property from which this income was de- 
rived had increased to the extent of $288,000,000. Inter- 
est on this amount at the rate of 6 per cent would be 
over $17,000,000, so that, of the increased earnings of 
1909, which, as has been already said, amounted to $66,- 
000,000, $52,000,000 were absorbed by operating expenses 
and taxes, leaving $14,000,000 net earnings or $3,000,000 
less than the interest on the amount necessary to secure 
them. 

“In my judgment, therefore, it would be wholly un- 
safe to assume that the company will, as the result of 
the growth of its business, be enabled to recoup itself 
for the depletion in its surplus revenue, which is certain 
to result from a continuance of the present operating 
cost. Under these conditions, I feel that it is essential 
in the interest of the public and of shippers, as well as 
of the railroad.company itself, that it should be permitted 
to secure through an advance in rates the amount which 
represents its additional outlay on account of the ad- 
vance in wages, in order that its surplus earnings may 
continue at approximately the rate at which they have 
been running in the past. It will require the expendjture 
of more than these surplus earnings to enable the com- 
pany to keep pace with the demands of the public and 
be secured in the future. If we are to obtain this, we 
must not only be in a position to make a fair return on 
it, but we must be able to show a margin of safety in 
our earnings. 

In closing I want to say that, based on my railroad 
knowledge and experience, I believe that, generally speak- 
ing, that which I have said in regard to the Pennsylvania 
railroad as to the necessity for the rate advance is 
equally true of almost all railroads in the United States 
—certainly those which are conservatively managed and 
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which are endeavoring to give the public such a service 
as they have a right to expect.” 
Brandeis Opens Cross-Examination. 

Louis D. Brandeis, counsel for the seaboard shippers, 
opened the cross-examination of the witness. 

Mr. McCrea defended issuing stock to shareholders 
at par when the market value was above 100. 

Mr. Brandeis then demanded to know whether ‘last 
year had not been the most profitable from the stock- 
holders’ standpoint. Considering the issuance of stock 
at par, Mr. McCrea stated that perhaps this was true. 

The witness declared he would be glad to furnish, if 
the Commission should request, any and all data as to 
issues of stock, average returns, etc. 

The witness and Mr. Brandeis had a momentary tilt 
over the examination. The eastern lawyer accused the 
railroad executive of trying to argue questions with him 
instead of answering yes Or no or qualifying such simple 
answers. 

Continuing, Mr. Brandeis asked the witness to inves- 
tigate and report to the Commission whether an average 
return of a 6 per cent cash dividend had been paid, sal- 
able rights represented another 2%, surplus from opera- 
tion 4 per cent, profit from stock and bond transaction 
2 per cent. 

Shifting to the New York terminals of the company, 
Mr. Brandeis took up the $108,000,000 expenditure in this 
direction. No interest was here figured on disbursement. 

Mr. McCrea laughingly denied that there was any 
relation between the recent advance in commutation rates 
and the new Manhattan station. For the first reason, he 
declared, commutation passengers would not have the 
use of this terminal. 

“Why have you been acquiring interests in the New 
Haven?” demanded Mr. Brandeis. 

Mr. Gowen objected, but Mr. McCrea replied that the 
New York terminal investment represented no additional 
return in freight. ’ 

Mr. Brandeis then wanted to know, if this $108,000, 
000 would bring the road no return, whether it was fair 
to burden all the Atlantic coast shippers with increased 
rates that would not even mean interest charges on that 
sum. Mr. McCrea did not know. 

The witness also admitted that the wage increases 
between 1900 and 1906 had not materially affected the 
earning capacity of the road. 

He declared, however, that both of these wage in- 
creases had been followed by rate advances, increases in 
the efficiency of locomotives and cars and the improve- 
ment of the road. He was forced to acknowledge, 
though, that the power of the company to earn had not 
been impaired. 

Questions were next asked as to a ten per cent in- 
crease on November 10, 1906, despite which an extra 
dividend of one per cent had been given the stockholders. 
‘Mr. McCrea parried by stating that advances had come 
so fast the railroad had distinguished about two im- 
portants. Wages had advanced 33 per cent in the decade; 
these were based on pleas of increased cost of living. 
Throughout this period, however, the stockholders, 6/),!0" 
to 70,000 in number, about half of whom are women, had 
been receiving no increasing returns, though their cost 
of living was also constantly growing. 

Mr. Brandeis demanded whether an attempt to it 
crease rates had not been made more than two years 
prior to the wage advance of 1902. The witness, avoid- 
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ing a direct answer, declared that things had been in a 
pad way between 1893 and 1897, and large expenditures 
were necessary following that period of recession. 

The lawyer followed this up with questions as to 
whether the advance in rates about January 1, 1900, 
was not due to the elimination of competition between 
carriers on the seaboard. Witness confessed ignorance 
on the subject, but referred the lawyer to his tes- 
timony on the so-called community of interests as given 
in the coal cases. 

Mr. Gowen objected to this line of cross-examination. 

Mr. Brandeis, declaring he would explain by his 
questions, took up the average per ton per mile revenue 
of the Pennsylvania. Reading from the annual reports 
of the company, the lawyer stated that in 1864 this 
was 2.498 cents; it dropped to .473 in 1899, jumped to .54 
in 1900, .582 in 1901, .605 in 1904, and down to .58 in 1909. 
He wanted to know whether the increase in 1900 was 
not due to the elimination of competition. 

Mr. McCrea declared the so-called community of 
interests had come about because the railroads had 
been threatened with insolvency. 

Mr. Brandeis stated that he wotild later press these 
questions: Whether the relatively unfavorable operat- 
ing results of later years were not due to the elimina- 
tion of competition and the consequent removal of the 
stimulus for improved and economic service; whether 
the Pennsylvania system had not become so large that 
efficient management had been passed. Mr. McCrea an- 
swered no to both queries. 

In a colloquy with Mr. Gowen, Mr. Brandeis declared 
he did not consider it efficient management to demand 
increasing rates. 

Resuming the cross-examination of the witness, Mr. 
Brandeis reverted to the “community of interests’ ques- 
tions. He read from the report ‘of the Commission, in 
which it was stated that the idea of a community of 
interests having failed to accomplish the purpose for 
which it was formed, the Pennsylvania railroad had 
purchased stock in the Chesapeake & Ohio, Baltimore 
& Ohio and Norfolk & Western railways and was able 
to dominate those lines. Mr. McCrea stated that this 
was what he referred to as the community of interests 
and was willing to concede that the coincident increase 
of average rates with the purchase of this stock interest 
were related. 

Coming back to the efficiency of management, Mr. 
Brandeis took up the cost of locomotive. maintenance. 
He recited that repairs and renewals per : locomotive 
mile on the Pennsylvania railroad in 1907 was 10.54 
cents; the Baltimore & Ohio, 7.83; the New York Cen- 
tral, 7.02; Lackawanna, 6.40; Norfolk & Western, 6.29; 
Lake Shore, 6.2; Northwestern, 5.8; St. Paul and Great 
Northern, 5.6. Mr. McCrea explained that these dif- 
ferences were dependent very largely upon the methods 
of charging these accounts. To go into it now, would, 
he felt, open up the whole question of obsolescence. 
Mr. Brandeis then asked Mr. McCrea to furnish data 
in support of his statement. 

The lawyer, reviewing the insurance investigation 
of a few years ago and recounting the fact that the 
insurance companies had been supposed to be efficiently 
Managed, but more economy followed the investigation, 
wanted to know what specific evidence the witness 
could give that his road was efficiently managed. 

Mr. MeCrea averred that every account was closely 
scrutinized by men trained for the work. Mr. Brandeis 
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wanted to know whether a car-repair graft, such as 
occurred on the Illinois Central, was possible on the 
Pennsylvania. Mr. McCrea declared that this was not 
possible. 

The lawyer swung back to the report of the Com- 
mission, where it had been found in the coal investiga- 
tion that certain employes of the Pennsylvania and the 
Baltimore & Ohio railroads had received commissions 
on coal sales. 

The witness repeated that he had confidence in 
the officers of the company and the standard used. He 
said he would be.glad to furnish all information as to 
the standards of the company in testing its expenditures. 

The lawyer wanted to know whether the railroads 
had consulted among themselves as to the purchase of 
supplies. Witness was not aware of it. 

John H, Atwood, Kansas City, then took up the 
cross-examination. He wanted to know whether any 
sums had been taken from income, put into betterments 
and then capitalized. As far as the Pennsylvania Rail- 
road company was coricerned, Mr. McCrea believed that 
the last transaction of this nature was in 1893. 

As an illustration of the willingness of the stock- 
holders to forego large returns for betterments, he cited 
that when the road took possession of the line between 
Washington and Philadelphia, said line was paying 8 
per cent. This was in 1881. After its acquirement, the 
shareholders were willing to accept 4 per cent and 
put the balance back into the property. Mr. McCrea 
believed that where shareholders had thus been willing 
to forego partially or in their entirety returns on the 
investment for a number of years, this fact should be 
given due consideration when the road was brought 
up to a state of higher efficiency. 

Mr. Atwood then took up the New York terminal. 
He wanted to know whether any of this expenditure 
came from income. Mr. McCrea believed about $15,- 
000,000 from surplus. 

The shippers’ attorney then inquired the difference 
between a stock dividend and issuing stock to share- 
holders at par when the market value is greater. The 
witness explained that if the road goes into the market 
it must compete with the demands made by other business 
enterprises for funds and that, therefore, some induce- 
ment must be made. Mr. McCrea also referred to the 
fact that if a large issue is thrown on the market, it 
would mean that the market price would be forced 
down. 

The proposed lease of the Northern Central on a 
40 per cent stock, 10 per cent cash dividend and a 
guaranteed 8 per cent annually basis was then taken 
up. Mr. McCrea declared this road most favorably sit- 
uated. Mr. Atwood then wanted to know whether the 
advances under fire should apply to this road also. 
Certainly, replied the witness. 

Mr. Atwood then inquired if the railroads ever con- 
sidered any duty owed the government. Mr. McCrea 
declared he did not understand the question. The lawyer 
stated he was satisfied to let this answer rest; that 
Mr. McCrea’s ignorance of the point made was sufficient. 
But the witness declined to let the matter drop here 
and upon further questioning declared that the railroads 
did recognize this duty. The lawyer followed this -up 
with a query as to whether it was recognizing this duty 
when it was proposed to increase rates on a road al- 
ready a “tremendous earner.” Mr. McCrea answered 
that if other roads were forced to raise rates and keep 
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them higher he would be willing to accept business at 
the present rates, concentrate the traffic, as it were, on 
his system. 

The witness said that maladministration should not 
be condoned in the returns allowed; that if a road has 
not been properly financed or not conservatively man- 
aged, it should be given no greater consideration because 
of these facts. 

Mr, McCrea was then asked what was his theory 
of rate-making. He replied that in the first place what 
the country needs and what has done so much to de- 
velop it has been transportation. He felt, though, that 
improvements in all branches of service were badly 
needed. He thought that the Commission must be gov- 
erned by the needs of the country as a whole and 
allow such rates as would take care of the conditions. 

He did not state, however, on what basis of return 
rates should be constructed. 

Mr. Atwood then wanted to know if rates should 
be based on what the service was fully worth to the 
shipper, what the traffic would bear, or all the traffic 
will bear. He answered that it should be what was 
necessary to recoup the railroad for its increased ex- 
penses. 

Thorne Takes Up Examination. 


Replying to questions from Clifford .Thorne, who 
took up the cross-examination, he said that his position 
on the rate advance subject was that the railroad was 
asking for greater transportation revenue for the pur- 
pose of recouping itself sufficiently to do that which it 
has been doing for the past quarter of a century in 
improvements out of income. 

Mr. McCrea thought that the minimum return on 
the stock of a properly capitalized, located and managed 
road should be 7 per cent. Not long ago he would 
have placed the minimum at 6; but that the increased 
cost ‘of living to the investors impelled him to place 
the minimum at seven. As to maximum, he was not 
prepared to fix one, but did not believe a favorably lo- 
cated road should be limited because of its location. 


Earnings Since 1908 Have Increased. 


What, demanded Mr. Thorne, was there to lead the 
witness to believe 1911 earnings would be greater than 
in 1910? Mr. McCrea declared in his judgment that he 
did not believe the earnings would be larger. 

The witness and the lawyer clashed over questions 
on statements made in stock prospectuses. Mr. McCrea 
believed those read exaggerated and not pertinent to 
the inquiry. Mr. Thorne withdrew his question. 


Commission’s Attorney Quizzes McCrea. 


With a query as to the “Pennsylvania policy,” i. e., 
putting back for every dollar in dividends a dollar im- 
provements—something Mr. McCrea said the company 
had been forced to discontinue because of financial con- 
ditions, Mr. Thorne closed his cross-examination. Mr. 
Lyon then took up the. case. 

The Commission’s attorney asked if analyses of ex- 
penses were kept by the company. The witness said 
it did. Mr. Lyon then asked that these be furnished the 
Commission. Commissioner Prouty called particularly 
for detailed data on the five months of the year as 
used in Mr. McCrea’s direct testimony. 

There being some confusion as to what had been 
meant by the witness’ previous testimony upon rate- 
making, he was again questioned as to the basis to 
be used. He could see no other than would yield a 
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fair return to the carrier, the fair return such as would 
make railroad securities attractive to investors. 

Commissioner Lane inquired what reason the wit- 
ness had to believe that the returns had not made the 
investments attractive. Mr. McCrea replied that up to 
fifteen months ago there had been absolutely no bond 
market. The slow sale of 4 per cent Vandalia bonds 
was cited. 

“What if they haa been 5’s?” interrupted Commis- 
sioner Prouty. 

President McCrea answered that the sale would 
have been easier, but believed this rate too high for 
bonds. Low-interest bearing bonds and _  low-dividend 
paying stock went together. 

Commissioner Lane inquired then if it was not bet- 
ter, from the shipper’s standpoint, to have a railroad 
heavily bonded on low interest with little stock. This, 
the witness believed, would be poor finance, as the 
interest was a fixed charge that must always be met; 
whereas, dividends may be passed for a time and the 
road thus allowed to recoup from lean years. A large 
stock capitalization gave the road greater leeway. 

The Commissioner wanted to know how the sale of 
industrials compared with railway securities. Up to a 
few months ago, explained the witness, industrials had 
been the fashion, but the pending court decisions and 
the new amendments to the commerce act had brought 
about a condition of uncertainty in which everybody 
was marking time. 

If conditions that make a bad market are temporary, 
ought the railroads to advance this need for more rates 
to maintain credit as an argument, queried the Com- 
missioner. Mr. McCrea felt that the railroads ought 
not to discount the future; they led a hand to mouth 
existence and should not temporize. 

Commissioner Lane then reverted to the testimony 
of Vice-President Thayer of the Pennsylvania railroad 
at New York that the advance was long contemplated 
and that the higher class rates were out of line. This 
was admitted to be correct. 

Chairman Knapp wanted to know what would be the 
prospects for building railroads in undeveloped territory. 
Mr. McCrea pleaded ignorance. 

Replying to Mr. Lyon, the witness averred that the 
class rates under investigation had not borne their proper 
proportion of the returns. Chiefly the railroads are here 
on account of increased expenses; secondarily, because 
the rates suspended have not, it was felt, borne the 
proper relationship to other rates. 

Mr. McCrea said that the fact net earnings for the 
railroads in 1910 had increased $54,000,000 did not change 
his opinion as to the necessity for a rate advance; as to 
results for 1911, witness would express no opinion, prefer- 
ring to wait until. that time. 

“But you are not willing to wait for the advances,” 
said Mr.. Lyon. 

Mr. McCrea replied that this latter question was uD 
to them now. 

He further conceded that transportation expenses re- 
flected the movement of traffic. On the face, he was 
prepared to admit that a decrease of $3,000,000 in trans- 
portation expenses, with an increase in gross income 0f 
$11,000,0000 in 1910 over 1909, would indicate the more 
economical handling of a larger volume of traffic, but 
absolutely declined to draw any definite conclusions from 
the figures submitted. 

Mr, McCrea, after considerable questioning, withdreW 
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his former assertion that all the roads in this territory 
have reached the maximum of economy in operation. 

The witness thought that it probably cost less to 
move a unit of freight now than it did ten years ago. 
This was due largely to economies in operation, which in 
a great measure are no longer subject to further devel- 
opment. 

The wage increases, witness stated, had applied to 
all classes of employes. 

Mr. McCrea was then excused and an adjournment 
taken until 10 a. m. Thursday morning. 





Washington, D. C., October 13.—Daniel Willard, presi- 
dent of the Baltimore & Ohio Railroad system, was the 
first witness called when the hearing reopened before the 
Interstate Commerce Commission. 

Hugh L. Bond, Jr., conducted the direct examination. 

The witness took up the financial necessities of the 
company when he took up the reins of office. He told of 
how $50,000,000 was required and how $40,000,000 had to be 
disposed at 5 per cent as three-year notes. 

Reviewing the recent history of the company, Mr. Wil- 
lard stated that gross earnings in 1910 were the largest 
in the history of the road. The system was able to pay 
fixed charges, interest, taxes, etc., a 4 per cent dividend on 
first preferred and 6 per cent on common stock, put back 
over $400,000 in the property and had a surplus of over 
$4,000,000. The next best year was 1907. In 1908 no dividend 
was paid on the common stock; in 1909, the usual 6 per 
cent and a surplus of $1,800,000 was passed. 

Mr. Willard lined up the added expenses for this year 
as follows: Wage increases, $1,635,000; interest on in- 
creased capital, $1,900,000; depreciation, $360,000; taxes, 
over $200,000; total, about $4,144,000. 

The elements that make credit for a railroad, espe- 
cially the Baltimore & Ohio, was summarized by the wit- 
ness as follows: Bankers consider the history of the com- 
pany, the relative amount of bonded debt to the capital 
stock outstanding. He judged that one-half stock and one- 
half funded debt was considered a fair division of a road’s 
capitalization, : 

Those who invest in railroad bonds are held to want 
the maximum of security and are, therefore, willing to 
accept the minimum of return; those buying stock are will- 
ing to take the extra hazard for the higher return. 

It has been the policy of the Baltimore & Ohio to put 
back 50 cents into the property for every dollar paid in 
dividends. This was felt by the bankers to be the minimum 
that should be reinvested out of surplus into the property. 

The common stock of the company is $152,000,000. 

Commissioner Prout} suggested the advisability of re- 
ducing surplus to increase dividend rates. Mr. Willard did 
not favor this. 

Until quite recently railroad stocks had a speculative 
value. Witness could well imagine that a man might be 
willing to accept the risk at a 5 per cent return in the 
hopes of further distribution at various periods to bring up 
the total return. This speculative element has largely been 
removed. Higher rates should be allowed to make the in- 
vestment attractive. 

“Some years ago,” said the witness, “railroad stocks, 
in addition to having an investment value, were supposed 
to have had a speculative value. A man would be willing 
to take a chance of a loss and accept regular dividends of 
5 pér cent if he felt that the history of the company was 
Such that there would be other distributions to increase the 
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average returns. Now that speculative element has been 
removed.” 

COMMISSIONER PROUTY: If you advance your rates 
you substitute something substantial for the speculative 
element. 

MR. WILLARD: That is the best argument for an ad- 
vance in rates because you have taken away the speculative 
element and it is only right that something substantial 
should be substituted for it. 

Commissioner Prouty wanted to know whether there 
is any possibility of the earnings of the Baltimore & Ohio 
falling below a safe margin. Mr. Willard did not care to 
look too far into the future. Present conditions, crops, etc., 
presage a period of prosperity; the business being handled 
by his company as approaching the maximum. There is, 
however, a feeling of uncertainty among business men gen- 
erally, because of the political situation. Investors place 
great weight on the decision of the Interstate Commerce 
Commission in this case. He bolstered this with his expe- 
riences with moneyed interests in Europe; they wanted 
to know whai the result would be. This feeling of waiting 
cominates the railroad situation to-day; until this question 
is settled, conditions do not justify liberal expenditures on 
the part of the carriers. 

Commissioner Lane demanded why there should be 
trepidation on the part of the investor when the Baltimore 
& Ohio is threatened with a car shortage, earnings larger, 
building materials moving faster. Mr. Willard answered 
that possibly the feeling of hesitancy with the investors 
was of the same nature as his trepidation. He did not feel 
that he dared make large expenditures, because a bad 
month might wipe out its surplus, which so far, without 
rate advances, can be estimated at about $1,000,000. 

Replying to Commissioner Lane the witness stated that 
the road should earn a surplus of not less than $4,500,000. 
None of the surplus spent for the Baltimore & Ohio should 
be capitalized was Mr. Willard’s opinion. Surplus should 
be spent on the property to keep it up and maintain its 
credit. 

Commissioner Clements inquired if the stockholders 
put back their surplus into the road whether a stock divi- 
dend was justifiable. If the uncapitalized additions, de- 
clared the witness, were capitalized, this would bring the 
roads into the overcapitalized conditions of European roads. 
This would, in turn, witness admitted, lay the ground for 
another rate advance. 

Mr. Willard thought there should be a relation between 
rates and capitalization, but not as a determining factor. 
If the body of rates do not return a sufficient return, it will 
be practically impossible to obtain new capital. 

Witness was unable to state whether there had been 
an issuance of stock dividends. 

Commissioner Clements dwelt on the point that every 
increase in capitalization might lay the foundation for an 
increase in rates. Mr. Willard expressed the opinion that 
only such improvements as would add to the earning pow- 
ers of the road should be capitalized. 

Commissioner Lane asked whether every wage in- 
crease should be followed by a rate advance. That de- 
pends, replied the witness. In the future there will be a 
close relationship between, largely because, as stated by 
Mr. McCrea yesterday, the possibilities of further econo- 
mies in operation have been practically exhausted. 

Should there be no period of experiment in which it 
could be determined whether an advance was essential, 
was asked by Commissioner Lane. -He declared that the 
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railroads are practically asking the government to insure 
and guarantee the safety of railroad investment. 

In the past, replied the witness, increased expenses 
have been met by increased economy of operation or ad- 
vanced rates. Credit has thus been maintained. Now the 
credit has been taken out of the hands of the railroad man- 
agers and put into the hands of the Commission. He 
thought it better to permit some roads to earn excessive 
than to run the risk of a railroad deficit, which would mean 
stagnation. 

Commissioner Lane then wanted to know whether if 
the rate advances were permitted and the earnings then 
accruing to some lines should pile up unreasonable sur- 
pluses, whether this should not be reflected in reductions 
on rates. Mr. Willard did not think so. He felt the surplus 
should go back into the property, where the public will get 
the real benefit. 

The tendency of rates would be to continue upward, 
stated Mr. Willard. 

Would the upward tendency prevail if there were no 
Interstate Commerce Commission, was the next query put 
up to the witness by Commissioner Lane. Mr. Willard 
declared this condition would prevail whether Commission 
jurisdiction were exercised or not. 

In this connection he wished to say that this is a coun- 
try notorious for high prices. Railroad rates were the one 
great exception. Therefore, the upward tendency in trans- 
portation charges must continue. 

Mr. Bond asked the witness whether he had noticed 
any effect on business because of the proposed increases 
in rates. Mr. Willard had not. 

Practically everything in use by a railroad goes out of 
date in twenty-five years. Unless a railroad is kept up to 
existing standard, it must go backward; unless it goes 
ahead, it must fail as a business proposition. 

“How long has the market been dull for bonds?” in- 
quired Commissioner Lane. 

Mr. Willard answered that his experience with the 
market did not extend beyond his presidency of the Balti- 
more & Ohio, January last. He was not qualified to speak 
of conditions following the panic. 

Commissioner Lane then reverted to the effect of the 
commerce law on rates. Witness acknowledged that cer- 
tain shippers in the past had not paid tariff rates. 

Would it have been possible to advance rates under the 
old system? was asked by Commissioner Prouty, taking up 
the line of inauiry opened up by Commissioner Lane. The 
commissioner said that when he was first appointed rail- 
roads used to meet and agree on rates. 

Conditions are better for the people and the railroads 
under the commerce act, declared Mr. Willard. 

Pressing the point further, the witness was asked if 
the rates agreed upon in the old days could have been 
made to “stick.” If the situation became acute, he be- 
lieved the roads would have stood together. Before this 
point would have been reached, however, some of the roads 
would have gone into receivership—something the witness 
did not believe good for the country. 

Where the railroad dollar of gross earnings of the 


Baltimore & Ohio goes was summarized by the witness as 
follows: 


1910. 1900, 

—Cents.—— 

EE kOe cee ae als toh hoes ear clk ak 42.96 39.90 
RENE wh Lg Ges CE ce PEWS 0 ck ae Doe Catan eelan 5.82 6.94 
oe Eg a Bee eg a Le kh ay 1.51 1.01 


536 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 









Other operating expenses................. 17.47* 12.61 
WT Maladie ctasiddic wae it's aisieinn @o tes 2.74 1.64 
Interests, rentals and other deductions from 

I ine i 5s ce ae ge Seeder 11.84 19.12 
NS re ck GER eal ewinurnniden. ees DeWee 11.11 11.54 
I dies < dd. ese lich 2 Fim eee Hoe CER es 4.22 5.19 





*Exclusive renewals and depreciation, 16.70 cents. 

Mr. Willard thought that the cost of transportation was 
less several year's ago than now. 

The road was practically handling all the business it 
could with its present facilities. 

The witness could see no other way in which the rail- 
road could be maintained in as good a condition as it now 
is than by an increase in rates. 

More revenue is necessary to maintain credit and the 
integrity of the investments made. 

Lyon Opens Cross-Examination. 

Attorney Lyon opened the cross-examination. 

He inquired how much more revenue would be needed 
to adopt the Pennsylvania policy of dollar for surplus to 
dollar for dividends. A surplus of $9,000,000 would be 
necessary. With the added burden of fixed charges and 
wage increases, the Baltimore & Ohio can see, without rate 
advance, a surplus of only $213,000. 

The attorney then wanted to know how this policy 
should apply, for instance, to the Erie. Witness, at first, 
declined to answer. Mr. Lyon persisted, saying that it was 
his understanding that Mr. Willard, as well as Mr. Mc- 
Crea, appeared in a way as a general witness. He then 
asked, in determining the rates to be allowed, what stand- 
ard should be applied, whether the strongest road or the 
weakest should be used. 

Mr. Willard did state, however, that the Erie served 
a large community; many going concerns are dependent 
upon it and that these interests should be given considera- 
tion. 

Reverting to the cost of transportation, witness ad- 
mitted that the Pennsylvania was probably more efficiently 
managed than the Baltimore & Ohio. The rates of re 
duction in expenses, however, will not be as great in the 
future as in.the past, continued the witness, qualifying his 
former assertion that the limit of economy had practically 
been reached. 

Mr. Willard agreed with Mr. McCrea that the Penn- 
sylvania was the best managed road known. 

Taking up the increased cost of conducting business, 
Mr. Willard. declared that wage advances increased cost of 
material, changes of hours of service were contributory fac- 
tors. Mr. Lyon wanted to know whether labor cost had not 
increased and hours of service decreased in-other lines of 
business enterprises. This was admitted, but the witness 
declared that the position of the railroads was peculiar. 
They could not close up shop as in the case of manufactur- 
ing enterprises. The Erdman act provisions for arbitration 
was cited. 

Mr. Lyon inquired whether the witness thought be 
cause a public body had authorized a wage increase, the 
public body should also authorize a wage increase. Wit 
ness seemed to think that it should. 

The attorney then wanted to know if the fact that 


Baltimore & Ohio transportation expenses, $27,700,000 in 
1908, and $29,000,000 in 1910—an increase of 5 per cen! und 
net operating revenue from $73,600,000 to $87,000,000—an 


increase of 20 per cent, indicated that transportation bas 
been conducted more cheaply. ; 
Mr. Willard did not care to venture an opinion on (this 
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particular item, but expressed the belief that transportation 
expenses are the true index of efficient operation; that the 
percentages given by Mr. Lyon should indicate a healthy 
condition. 

The Commission’s attorney cited the testimony of 
Traffic Manager Wight that the rate advances had been 
under consideration for three or four years. Mr. Willard 
declared Mr. Wight qualified to speak on this point. The 
situation in January reached a crisis because of wage de- 
mands. 

Witness was asked if he had known that the fiscal 
vear ending June 30, 1910, would show an increase of net 
ope rating revenue of $3,587,000 whether he would have 
favored an advance. Mr. Willard would, as he thought the 
rates, eliminating the wage question, should be higher than 
they now are. Regardless of wage increases, he felt the 
road should have more revenue to maintain credit and 
take care of expenses because of legislative requirements. 
Mr. Lyon then summarized the reasons for rate advances 
as necessity to maintain credit, wage increases and added 
expenses because of new laws affecting railroads. Mr. 
Willard averred these were reasons but he did not want to 
state that these were all the factors. 

It developed that there was some confusion as to the 
figures being used by the Commission and the road, one 
using the Baltimore & Ohio proper, the other the system. 
Mr. Lyon, therefore, corrected his former figure of in- 
crease to $2,500,000. 

Mr. Bond objected to this also, saying that Mr. Lyon 
was still mistaken in the figures he was using for com- 
parisons. 

Dropping figures entirely, Mr. Lyon then asked if it 
was fair in estimating future results to take into consider- 
ation increased expenses and making no allowance for in- 
creased earnings from increased business. Mr. Willard re- 
plied that the expenses were a certainty; the increase in 
earnings only a possibility. 

Adjournment was taken at 12:45. 


Protest Metal Tank Requirements 





Washington, D. C., October 14.—The Interstate Com- 
merce Commission on Monday of this week gave a hear- 
ing to oil shippers who were protesting against a regula- 
tion of the carriers operating south of the Ohio and Poto- 
mac and east of the Mississippi, requiring metal tanks or 
drums for all shipments of naphtha, gasoline and benzine. 
The contention of the carriers is that the new regulations 
are intended to promote the safety of employes and to 
prevent the possible destruction of freight from the ex- 
plosion or ignition of benzine, gasoline and naphtha trans- 
ported. 

The protestants against the new regulations were 
represented by W. H. Fehsenfeld, head of the Red Seal 
Oil Manufacturing company of Baltimore. He said the 
hew regulations will cost oil shippers an immense sum 
of money without conferring any additional benefit in the 
way of safety. Mr. Fehsenfeld said that it has been his 
experience that it is better to ship in wooden rather than 
metal containers, and that if anything the former are 
the safer. 

According to Mr. Fehsenfeld, iron barrels cost from 
$4 to $7.50 apiece, while wooden containers of the same 
capacity and equal safety cost about $1.37 apiece. The 
Commission was asked to direct the carriers to cancel 
the regulations requiring metal containers. 
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PRESIDENT RIPLEY’S BELIEF 


Thinks Earnings Put Back into the Property Should 
Not Be Capitalized 





We are publishing below a letter from President 
Ripley of the Santa Fe system in which he explains 
quite clearly what his position is in regard to capitaliza- 
tion. We believe all of our readers will be interested 
in knowing Mr. Ripley’s opinions as he states them, and 
that this knowledge will satisfy his critics that he is 
only seeking an adjustment with the conviction that it 
is based on a fair principle.—Editor. 

Chicago, October 10, 1910. 
THE TRAFFIC WORLD, 
Westory Bldg., Washington, D. C. 

Gentlemen:—My attention is called to a communi- 
cation in your issue of October 1, from Mr. H. G. Wil- 
son, from which I quote as follows: 

“One very prominent authority contends that at 
least a very large part of it should be paid for out of 
earnings, claiming that the operations of his company 
should not only pay all fixed charges and operations 
and maintenance charges, but also 6 per cent dividend 
on his capitalization and an additional 6 per cent on 
the capitalization to go into additions, extensions and 
permanent betterments, this then to be capitalized, 
which would mean the ultimate compounding of the 
original capital on basis of 6 per cent, a feat of 
financiering with the freight payers’ money that would 
put the original buccaneer to shame that he did not 
think of this easy way of ‘getting the coin.’ 

“This same authority admitted that even in the 
face of the loudly advertised increased cost of wages, 
material and supplies, the present freight rates yielded 
sufficient revenue to pay all fixed charges, interest on 
bonded indebtedness, 5% per cent on capitalization, and 
maintain the property in better condition at the end 
of the, year than it was at the beginning.” 

As I am evidently the party to whom the writer 
alludes, permit me to remark that I said nothing of 
the kind. What I did say was fully and 
reported and is doubtless accessible to anyone who 
cares to read it. My position was that, since there 
were certain things demanded by the public which ought 
not to be capitalized, and which should be paid for 
out of earnings, the railroads must be permitted to 
earn enough for the purpose. I did not say that amounts 
so expended should be capitalized—in general I think 
they should not be, unless it be true that returns to 
stockholders are or have been inadequate. 

Yours truly, 


accurately 


E. P. RIPLEY. 


Arkansas Passenger Fares 





When the legislature of the state of Arkansas passed 
their two-cent fare law a year ago the Rock Island Rail- 
road company declined to abide by it and put into effect 
a 2%-cent rate as an experiment. Upon the refusal of 
the railroad commission on October 4 to allow it to 


resume the 3-cent fare, Mr. T. S. Buzbee, attorney for 
the road, announced that the orders of the commission 
would be disregarded and the 3-cent fare resumed. 
























































































































































































































































































































































—_ a eoce? é wee ea 
7 . ie = eo * en ie 
= - = 4 ~ wegen, ve cs * eS - 7 
Sarasa | Tae = 


. 
Seo ae Se 


woe mm 

















538 


COMMERCE LAW UNDER FIRE 


The Commission Hears the Applications for the Sus- 
pension of Section Four 








Washington, D. C., October 14——When the Interstate 
Commerce Commission, on October 8, began the hearing 
of applications for the suspension of the fourth section 
of the Act to Regulate Commerce there was begun the 
second important hearing as the result of the changes 
made in the law, on June 18. 

Section four as then amended reads as follows: 

That it shall be unlawful for any common carrier 
subject to the provisions of this act to charge or re- 
ceive any greater compensation in the aggregate for 
the transportation of passengers, or of like kind of 
property, for a shorter than a longer distance over the 
same line or route in the same direction, the shorter 
being included within the longer distance, or to charge 
any greater compensation as a through route than the 
aggregate of the intermediate rates subject to the pro- 
visions of this act; but this shall not be construed as 
authorizing any common carrier within the terms of 
this act to charge or receive as great compensation for 
a shorter as for a longer distance; provided, however, 
that upon application to the Interstate Commerce Com- 
mission, such common carrier may, in special cases, 
after investigation, be authorized by the Commission to 
charge less for longer than for shorter distances for 
the transportation of passengers or property; and the 
Commission may from time to time prescribe the extent 
to which such designated common carrier may be re- 
lieved from the operation of this section; provided 
further, that no rates or charges lawfully existing at 
the time of the passage of this amendatory act shall 
be required to be changed by reason of the provisions 
of this section prior to the expiration of six months 
after the passage of this act, nor in any case where 
application shall have been filed before the Commission 
in accordance with the provisions of this section, until 
a determination of such application by the Comméssion. 

Whenever a carrier by railroad shall in competition 
with a water route or routes reduce the rates on the 
carriage of any species of freight to or from com- 
petitive points, it shall not be permitted to increase 
such rates unless after hearing by’ the Interstate Com- 
merce Commission it shall be found that such proposed 
increase rests upon changed conditions other than the 
elimination of water competition. 

At the hearing referred to, there were present a 
large number of traffic and legal representatives of the 
shippers looking to the maintenance of present condi- 
tions. 

The railroads were also largely represented and 
proceeded to explain why, in their judgment, the section 
should be suspended. 

Representing the trunk lines, Central Freight -asso- 
ciation roads and New England railways. Mr. Hunter 
was present for the passenger interests, explaining the 
hardships of any immediate enforcement of the law and 
outlining the competition to be met in trolley lines, and 
through changes in purely state rates. 

Traffic Manager Webster, of the New York Central 
Lines, in speaking for freight interests of Central Freight 
association, stated that men at work for a month on 
Big Four railway requirements estimated two years as 
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necessary for an.investigation, with a practically com- 
petent force, to prepare information as to changes, in 
detail. 

Legal counsel for the southwestern lines prepared 
and submitted to the Commission a petition following 
the lines of the act in its-language asking for an omni- 
bus order covering a period sufficient to permit some 
preparation of detail. 

Some elaborate explanation of the great difficulties 
to be encountered was given in an exposition by F. T. M. 
Hodgden of Pennsylvania lines, who, in speaking, inti 
mated the conditions were more important to shippers 
than his company as to the necessities for relief. 

In response to questions from the Commission in 
connection with petition presented for an omnibus or- 
der, Commissioners Leland of St. Louis and Countiss of 
Chicago were not able to approximate a future date for 
presenting a specific application with detail as to group- 
ing. In answer to Commissioner Prouty concerning a 
simpler basis than the one generally presented, Mr 
Leland thought the serious nature of the task modified 
considerably. 

The inference in some of the presentations and per 
haps actual statement is that the Interstate Commerce 
Commission can substantially repeal the act. Commis 
sioners Clark and Clements frequently called attention 
to the purpose of the law to reduce and not to increase 
the instances for relief, and that these conditions were 
to proceed in the promptest way possible without injus- 
tice to carrier or commerce. They were very emphatic 
in the explanation that with this idea in mind they 
were seeking co-operation and assistance through some 
specific and practical suggestions. Mr. Clark explained 
that there were volumes of applications simply request 
ing an order of suspension. 

J. C. Jeffries, commerce counsel for the Gould lines. 
was insistent that the roads be permitted to proceed 
with their issue of tariffs as at present, pending future 
hearings on a specific application. If this could not be 
permitted, the injury to his companies would be mosi 
serious. 

T. C. Powell, of the lines south of the Ohio river 
and east of the Mississippi, while asking in behalf of 
his interests the privileges generally sought, thought that 
within a very short time they could present to the Com- 
mission a specific application for relief in such intelli- 
gent form as to grouping of territory and involving the 
salient information necessary to warrant the Interstate 
Commerce Commission in a ruling of some permanency. 
Mr. Powell was quite positive in what he believed pos- 
sible. ; 

General Counsel Thom, of the Southern Railway com- 
pany, called attention to the fact that this section did 
not creep into the law as a matter of inadvertence or 
without the highest consideration. “Both in the law of 
1886 and in the present law the question was presented 
to Congress and was debated as to whether or not 
there should be a hard and fast rule or whether there 
was a necessity from commercial considerations of ha\ 
ing a substantial exception. In both instances the polic) 
of engrafting upon the law this exception was 4) 
proved by Congress. I think, therefore, that that ex 
ception was intended to meet something substantial, and 
to be a condition imposed upon that law, without whic 
it would never have been enacted.” 

Commenting upon such an interpretation of the law 
as would make it constitutional, Mr. Thom said two 
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propositions were involved. First, he assumed that the 
courts would hold, if the question were ever presented 
to them, that it was beyond the constitutional com- 
petency of the states and of the United States to prevent 
any legitimate use of property, and if in order to use 
a property between A, which is the beginning of a 
competitive territory, and point B, which is the end of 
the competitive territory—in other words, between two 
competitive points—it is necessary to use that property 
on different terms, in order to use it at all, from what 
it is used to an intermediate point, that neither the 
states nor Congress can prevent that; provided that the 
rates involved are all reasonable for the conditions of 
service which surround the special service. 

The other constitutional situation which has to be 
considered is as to whether or not this proviso, which 
limits the absolute character of the rule is absolutely 
within the discretion of the Commission or whether the 
Commission is bound by some rule in its application. 
Of course, if it. is absolutely within the' discretion of 
the Commission, it is a delegation of legislative power 
and unconstitutional. 

It was Mr. Thom’s contention that the change which 
was made in this section did not involve the application 
of a different rule in respect to rate making from that 
suggested in it as originally enacted. It did take, how- 
ever, the power of the initiation of the lower rate and 
placed upon the Commission the necessity for affirmative 
action to meet new conditions and placed upon the 
Commission the obligation of investigation before these 
new conditions could be met by the carriers. 

Mr, Thom claimed that the power of governments 
in respect to the regulation of carriers was confined to 
the reaching of three conclusions: First, government 
has a right to say that no charge for a transportation 
service shall be exorbitant. Second, government has a 
right to say that there shall be no improper inequalities 
in the treatment of shippers or localities or commodities 
by carriers. Third, government has a right to say that 
the facilities afforded by a carrier shall be adequate. 

After further discussion by Mr. Thom, the chairman 
asked if any representatives of commercial organizations 
or other associations of shippers desired to be heard. 
There was no response upon the part of the shippers, 
and after some further talk by Mr. Wood and others, 
as to the form of the application, urging an omnibus 
form, the chairman said: “If there is nothing further 
to be said, we will close the public hearing, and I 
may say the Commission will endeavor to give early 
consideration to this matter and to make some an- 
nouncement within a reasonable time of what it thinks 
the carriers should do in respect to the various matters 

which are mentioned in the order for this hearing. The 
hearing is adjourned.” 


WANTS LOWER STEEL RATES. 


Austin, Tex., October 14.—Application has been made 
to the state railroad commission for lower rates on 
steel from Galveston to Texas common points. The 
petitioner is the Pennsylvania Steel company, and it 
asks a rate that will enable it to compete with the 
producers in Colorado and Alabama, shipping over. an 
all-rail route. Two years ago the rate on raiJs and bolts 


Was cut, but this, it appears, did not afford the relief 
prayed for. 
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SCORES NEW TRANSIT RULES 


Chicago Board of Trade Attacks Regulations of Car- 
riers for Handling Grain at Transit Points 





Transit regulations promulgated by the carriers for 
the purpose, it is alleged, of conforming to the prin- 
ciples laid down by the Interstate Commerce Commis- 
sion in its report on the substitution of commodities at 
transit points have been attacked by the Chicago Board 
of Trade in a complaint lodged with the Commission. 
The petitioner claims that the new rules, which are 
scheduled to become effective November 1, are contrary 
to the suggestions of the Commission. | 

Particular complaint is directed against specific rules 
contained in Rainier’s I. C. C. No. 72. The rules at- 
tacked follow: 

“Rule 3. Transit house records must show extent 
of invisible loss of weight, whether resulting from proc- 
esses outlined in ‘Definition of Transit Privileges,’ or 
other causes. On each freight bill tendered as pro- 
vided in Rule 13 hereof, shipper must certify amount of 
such loss of weight on the grain covered thereby, and 
this excess in-bound tonnage shall thereupon be canceled 
by the Joint Rate Inspection Bureau and shall not be 
available for out-bound shipment. 

“Rule 5. The period of time allowed for transit 
privileges will be six (6) months after receipt of the 
grain at the transit house, except that in the case of 
an advance in rates the period of time allowed for the 
transit privileges will be reduced to thirty (30) days 
on all grain leaving point of origin or rate-basing point 
during the thirty (30) days period immediately preceding 
the effective date of tariff naming such advanced rates. 

“When such time limit has been exceeded, the 
local rate to and from the transit point will be charged. 

“In case of transfer from one transit house to 
another, the time limit will be counted from the time 
of receipt at the first transit house. 

“Rule 9. For the convenience of the trade operating 
under these rules, transit inspection office has been es- 
tablished at 47 Board of Trade building, at which con- 
signees will be required to present in-bound paid freight 
bills and boat manifests in duplicate within twelve (12) 
days after delivery of grain. 

“A recording charge of ten (10) cents for each car 
will be made and must be paid at time of presentation 
of freight bills and boat manifests for recording. 

“Rule 13. When grain is reshipped from transit 
houses under transit rate, by rail or water, shipper will 
be required to present to the Joint Rate Inspection 
Bureau the in-bound carrier’s original legally representa- 
tive freight bill, or in lieu thereof the country bill of 
lading or receipt therefor, and shipping directions, ac- 
companied by shipper’s certificate in the following form: 


RESHIPPING CERTIFICATE. 


“Tender is hereby made to the.............. R. R. of 
Hades LRA SCAR R. R. freight bill, Pro. No. .......... dated 
WE evi Ss knees 19...., for the purpose of securing re- 


shipping privilege and transit rate on the commodity 
covered thereby, and which........ further declare to be 
the freight bill legally representative of the property 
offered for reshipment. This tender is made with the 
specific guarantee on.......... part that such privilege 
and rate may legally be givan under the rules of said 
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railway, as published in its Transit Circular No........ 
SS ak POR ic n venldcs MIU Ss te Gis 'd waive: edn Sia , together 
with the rulings and interpretations of the Interstate 
Commerce Commission, as per their Opinion No. 1247, 
May 3, 1910, all of which have been read and with which 
Satie seal euced familiar. 


ee ee 


“(Signature of Shipper.) 


“Rule 14. (d) When a shipment consists of a mix- 
ture of transit and non-transit grain in the same car, 
maximum carload weight (actual weight if in excess 
thereof) must be applied on the transit portion; the non- 
transit portion will be treated as a separate shipment 
and the local rate (carload or less than carload, which- 
ever the tonnage will warrant) will be applied thereon 
from the transit point in addition to amount assessed 
on transit portion.” 

The petition, which is directed against thirty carriers, 
including the Santa Fe, Baltimore & Ohio, Big Four, 
Burlington, Monon, Great Western, St. Paul, Rock Is- 
land, Alton, Eastern Illinois, Northwestern, Erie, Grand 
Trunk, Illinois Central, Lake Shore, Michigan Central, 
Soo Line, Nickel Plate, Pennsylvania, Panhandle and 
Wabash, follows: 


To the Honorable Interstate Commerce Commission: 

The petition of the above-named complainant re- 
spectfully shows: 

I. That the Board of Trade of the city of Chicago 
is a corporation created and organized by and under 
the laws of the state of Illinois and located in the city 
of Chicago, and that it now maintains, and has main- 
tained for more than fifty (50) years, in the city of 
Chicago, a commercial exchange where many of its 
members meet daily for the purchase and sale of grain, 
flour, provisions and other farm products. That this 
petition is instituted in behalf of its members. 

Il. The said defendants are railway companies, in- 
corporated under the laws of different states of the 
United States and are common carriers engaged in in- 
terstate transportation of passengers and property, and, 
therefore, are subject to the act to regulate commerce, 
enacted by the Congress of the United States, Feb- 
ruary 4, 1887, and amendments thereto. 

Ill. Your petitioner respectfully shows that the 
above-named defendant carriers have promulgated and 
filed Joint Transit Privilege Circular No. 11, I. C. C. 
No. 72, containing rules governing joint transit privi- 
leges on transit grain at Chicago District stop-over 
points, effective November 1, 1910, and said defendant 
carriers allege that such rules are in conformity to 
and in compliance with the report of the Interstate 
Commerce Commission in case No. 3002, In the Matter 
of Substitution of Tonnage at Transit Points, Opinion 
No. 1247; whereas your petitioner respectfully shows 
that such rules are not as indicated in the above opin- 
ion, or not in conformity therewith. 

And your petitioner further shows that these de- 
fendant carriers were especially advised in the opinion 
above recited “in every case where it is possible to 
replace transit privileges with flat rates * * * * *, 
This thing these defendants have not only failed to 
do, but have made no effort to replace transit privileges 
with flat rates, but have, on the other hand, multiplied 
the transit rules and complicated the use of transit 
unnecessarily. *« 
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IV. Your petitioner further alleges that some of these 
rules are impracticable and impossible of application if 
transit is to be used at all, and particularly cite the re. 
quirements of Rule 3 as being impossible of performance 
if any mixture of grain is had at all. 

Rule 5 is complained of as being unreasonable and 
subjecting this market to undue prejudice and discrim. 
ination as compared with other markets in competition. 
but who are not subject to such a rule. 

Rule 9 is objected to because it increases the cost 
of grain transported under these transit rules and pen- 
alizes the user of transit and imposes an unjust and 
unreasonable burden on the markets dependent upon 
transit as a means of equalizing rates as compared with 
markets not requiring the use of transit. 

Rule 13 attempts to relieve the carrier of its own 
proper obligation and imposes an unreasonable and un- 
just burden upon the shipper in that it attempts to fix 
the responsibility for the preservation of the legal rate 
upon the shipper, notwithstanding that all information 
as to the in-bound shipment, its character, mixture, 
treatment, and everything pertaining to it has been 
furnished the carrier, which thus is in a position to 
determine for itself the proper rate applicable to the 
representative out-bound shipment. 

Your petitioner further objects specifically to Rule 
14 and paragraph (d) thereof as not being practicable 
to be applied to shipments of transit or non-transit 
grain on account of the excessive rate. 

VY. Wherefore, your petitioner prays that the above 
named defendants, and each of them, be required to 
answer the allegations herein, and that after due hear- 
ing and investigation an order be made requiring said 
defendants to so amend said rules as to render them 
just and reasonable; and your petitioner further prays 
that in the meantime, pending such hearing and deci- 
sion, the Honorable Commission, as empowered by sec: 
tion 15 of the act, restrain said defendant carriers from 
putting into operation said rules; and that the Hon- 
orable Commission make such other and further orders 
as may be deemed meet and necessary in the premises. 
For which your petitioner will ever pray. 


Accept Board’s Offer 


New Orleans, La., October 14—Martin A. Knapp, 





chairman of the Interstate Commerce Commission, has 
accepted the invitation of the New Orleans Board of 
Trade to hold future hearings of the interstate body 
in New Orleans in the rooms of the local trade board. 


The invitation was extended some. time ago Dy 
C. H. Ellis, the president, acting upon a resolution of 
the board of directors, and the acceptance of Mr. Knapp 
was received with great pleasure by members of the 
board. 

Heretofore the hearings of the Commission have 
been held in the courtrooms at the custom-house. It is 
believed that by having the sessions conducted in the 
Board of Trade witnesses will in this way come in 
direct contact with the city’s merchants and that closer 
relations may be established between local business men 
and the country merchants. 
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GIVE CARRIERS SQUARE DEAL 


Some. Raise in Rates Would Benefit the Public as 
Well as the Roads 








Four of the five brotherhoods of railroad employes 
have recently appealed to President Taft, and through 
him to the Interstate Commerce Commission, for fair 
play to the railroads in the matter of increased freight 
rates. 

Action along the same line has also been taken by 
some shippers’ associations, as well as by many large 
shippers individually. 

BE. C. Simmons, of the Simmons Hardware com- 
pany, Inc., of St. Louis, has issued a statement, after 
a conference with a group of shippers in his part of 
the country. Mr. Simmons said that he was pleased 
to read an expression of opinion from President Shedd 
of Marshall Field & Co. that, in his belief, prosperity 
waits on reasonable rate concessions to carriers. 

“This has always been my position,” said Mr. Sim- 
mons, “and I have so publicly stated in print a number 
of times. The Simmons Hardware company, which I 
represent, is, I think, the largest purchaser of trans- 
portation of any standard mercantile house in the United 
States, and I do not hesitate to say for them that we 
favor a slight advance, and a reasonable concession 
in rates made to the railroads by the Interstate Com- 
merce Commission, believing that in the greatly in- 
creased prosperity that will follow we will participate 
to an extent that will fully equalize the loss we sustain 
in paying these increased freight rates. 

“IT thoroughly believe that we can never be pros- 
perous until the railroads are prosperous—that our 
prosperity came with the railroads, and when they ceased 
to be prosperous our prosperity left us, and until it 
returns we will not again be prosperous in full measure 
pressed down and running over.” 

The merchants who united with Mr. Simmons in a 
statement to the public were George Yule, president 
of the Bain Wagon company; Frank Slosson, treasurer 
of the Kenosha Rockford Hosiery company; E. C. Thiers, 
Secretary and treasurer of A. R. Allen’s Son’s company; 
and W. L. Yule, secretary of the Badger Brass Manu- 
facturing company. They signed this statement: 

“In our judgment, unquestionably, freight rates 
should be advanced horizontally, covering every com- 
modity in the United States without discrimination in 
favor of one as against another, to a fair amount. We 
favor from an 8 per cent to a 10 per cent advance. 
From that point questions of adjustment of all inequal- 
ities should be taken up and settled on their respective 
merits. This will go on just as long as we are such 
an active and enormous commercial nation with con- 
ditions changing almost every moment. 

“Our reason for favoring an advance is that the 
present transportation facilities are totally inadequate 
to the proper handling of the traffic of our country. 
We have neither terminals, tracks nor equipment ade- 
quate to serve the public properly. 

“The consumer would be benefited by more prompt 
Service; the producer and manufacturer by being able 
to conduct his business with less money involved and 
getting his goods to market and in the hands of the 
time consumed; the wage-earner 


consumer with less 
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would be benetfied by the enormous expenditure of 
capital required to bring our transportation companies 
properly up to the standard required; the investor in 
railroad securities necessary to produce this. result 
would have a safer and sounder investment. 

“It seems to us that there can be no question but 
that a fair advance can well be borne by the public at 
large and that they would get back such added benefits 
from the investments in the little advance that the 
change would be of great potential advantage to the 
nation as a whole. 

“We are opposed upon general principles to the 
transportation business of our country being made a 
football by designing politicians, demagogues and men 
who have no real interest in the upbuilding of the 
country, but are devoting their entire time to raising 
themselves politically in the eyes of their fellowmen 
at the exepnse of the commercial interests of the na- 
tion.” 

The statement adds that the concerns represented 
in this conference pay out over $2,000,000 a year in 
freight charges. 

This statement was read to shippers who were 
meeting Tuesday at the office of the New York Mer- 
chants’ association. Among those present were: Pres- 
ident Henry R. Towne, Albert Plant, representing Lane 
& Fink; G. P. Miller of the Bridgeport Brass company; 
R. W. Miller of the Crane company; C. M. Cheney of 
Boston, and representatives of the Henry Diston Saw 
company and of the Philadelphia Chamber of Commerce. 
These shippers took the view that the burden of proof 
is upon the railroads, and that it is up to the roads 
to show, if they can, that the proposed rates are rea- 
sonable. 

“As we understand the case,” they said, ‘the rail- 
roads are not proposing a horizontal increase or a 
general increase, but the increase proposed does not 
affect the so-called trust article, and is so distributed 
as to place the burden upon the least organized trades. 
When our turn comes to present evidence, it will be 
clearly shown that the railroads do not need to charge 
higher freight rates in order to earn a fair return on 
the actual capital invested and to give adequate service.” 

They added that they had not discovered any gen- 
eral desire on the part of eastern shippers similar to 
that expressed by Mr. Simmons and the western man- 
agers. 


Increases Indicated by Signs 





The Interstate Commerce Commission recently is- 
sued an order requiring all increases in rates carried 
in tariffs filed with that body, to be designated by some 
distinguishing sign. 

In compliance with that order the Transcontinental 
Lines have adopted the monocircle, a small circle with 
a short line extending from the top. Other associations 
have been asked to adopt the same sign, so that there 
may be a uniformity. The Trunk Line association pre- 
fers the plus sign and the Chicago lines have adopted 

It would seem as though it would have been better 
if the Commission could have recommended some par- 
ticular sign which could have been adopted. by all of 
the carriers. 
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CANADIAN BOARD DECISIONS 


Dominion Commission Passes on Applications Brought 


under Railway Act of Canada 


Rules on Classification Changes 
THE BOARD OF RAILWAY COMMISSIONERS FOR 
CANADA. 

Order No. 11599. 

HON. J. P. MABEE, Chief Commissioner. 

D’ARCY SCOTT, Assistant Chief Commissioner. 
HON. M. E. BERNIER, Deputy Chief Commissioner. 
JAMES MILLS, Commissioner. 

S. J. McLEAN, Commissioner, 

In the matter of the application of the Canadian 
Freight association, under section 321 of the Railway 
Act, for an order approving a proposed supplement No. 
3 to the Canadian Classification No. 14 (file 9428.4): 

The Canadian Freight association having published 
the proposed advance ratings in the Canada Gazette, 
as required by section 321; and the board having fur- 
nished copies of the proposed supplement to the Cana- 
dian Manufacturers’ association and the boards of trade 
of Montreal, Toronto, Winnipeg and Vancouver, and af- 
forded sufficient time for the reception of objections to 
the proposed changes: 

Upon consideration of the said objections; and upon 
the hearing of the application in the presence of repre- 
sentatives of the railway companies, the managers of 
transportation to the Canadian Manufacturers’ associa- 
tion and the Montreal Board of Trade, and representa- 
tives of the Canadian General Electric company, the 
Canadian Westinghouse company, the Northern Electric 
company and the Otis-Fensom Elevator company; and 
upon the report and recommendations of the chief traffic 
officer of the board— 

It is ordered, That the additions and changes em- 
bodied in the said proposed supplement No. 3 to the 
Canadian Classification No. 14 be, and they are hereby, 
approved, subject to the following exceptions and addi- 
tions, that is to say: . 

(1) Tke application for approval of the proposed 
increase in the carload rating of elevators and parts, in 
mixed carloads, from sixth to fifth class, is hereby re- 
fused. 

(2) The application with respect to the classifica- 
tion of churns is hereby refused. 

(3) The proposed ratings of electrical dynamos, 
generators, motors, transformers and converters, small 
detached parts boxed, also of motors and pumps, com- 
bined, crated, small detached parts boxed, viz., L. C. L. 
first-class, C. L. fifth class, to be changed to read L. C. 
L. first class, C. L. sixth class; and the proposed ratings 


‘ of dynamo bases (iron), detached from the dynamo, 


1,000 pounds per piece or over, viz., L. C. L. third class, 
C. L. fifth class, to be changed to read “Same as Cast- 
ings.” 

(4) To the proposed rating of second class, L. C. 
L., on rubber tiling, boxed, there be added a carload 
rating of fourth class. 

And it is also ordered— 

(a) That the proposal of the chairman of the ad- 
visory committee of the Canadian Freight association, 
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contained in his letter to the board dated July 25, 1910, 
that, at the suggestion of the deputy minister of the 
department of naval service, the classification of military 
stores and ordnance be applied also to naval stores and 
ordnance, be, and it is hereby, approved. 

(b) That the proposed reduction in the rating of 
iron and steel fence gates, L. C. L., from second to third 
class, submitted to the board in a letter from the chair. 
man of the advisory committee of the Canadian Freight 
association, dated April 6, 1910, be, and it is hereby, ap- 
proved. 

(c) That the proposed rating of second class on 
hockey sticks, L. C. L., finished or unfinished, in boxes, 
bundles, or crates, submitted to the board in a letter 
from the chairman of the advisory committee of the 
Canadian Freight association, dated August 19, 1910, be, 
and it is hereby, approved. 

And it is further ordered, That the classification of 
churns, modified to read “hand churns,” in straight car- 
loads, be reduced from fifth to sixth class; and that the 
various ratings of churns so modified, be retained in the 
“hardware” and “woodenware” lists, and added to the 
“implement” list. 


Discuss Long and Short Haul 


Washington, D. .C., October 8.—([Special to Tur 
TRAFFIC Wor.LpD.J—The Interstate Commerce Commis- 
sion, with all the members present, began this morning 
hearings of applications for suspension of the fourth 
section of the Commerce Act relating to amendments to 
long and short haul clause. 

A large number of the traffic and legal representa- 
tives were on hand to seek substantially an omnibus 
order to maintain the status quo. To follow within a 
period to be named by the Commission are applications 
from territorial groups of lines covering in specific form 
the nature of the relief sought, is proposed by the 
plaintiffs. 

Representing the trunk lines, Central Freight asso 
ciation roads and New England railways, Mr. Dixon 
was present for the passenger interests, explaining the 
hardships of any immediate enforcement of the law and 
outlining the competition to be met in trolley lines and 
through changes in purely state rates. 

Traffic Manager Webster, of the N. Y. C. & St. L 
Ry., in speaking for freight interests of Central Freight 
association, stated that men at work for a month on 
Big Four railway requirements, estimated two years as 
necessary for an investigation, with a practically com- 
petent force, to prepare information as to changes, in 
detail. 

Legal counsel for the southwestern lines prepared 
and submitted to the Commission a petition following 
the lines of the act in its language asking for an omli- 
bus order covering a period sufficient to permit some 
preparation of detail. 

Some elaborate explanation of the great difficulties 
to be encountered was given in an exposition by F. T. M. 
Hodgden of Pennsylvania lines, who, in speaking, inti 
mated the conditions were more important to shippers 
than his company as to the necessities for relief. 

In response to questions from the Commission in 
connection with petition presented for an omnibus 0 
der, Commissioners Leland of St. Louis and Countiss of 
Chicago were not able to approximate a future date for 
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presenting a specific application with detail as to group- 
ing. In answer to Commissioner Prouty concerning a 
simpler basis than the one generally presented, Mr. 
Leland thought the serious nature of the task modified 
considerably. 

The inference in some of the presentations and per- 
haps actual statement is that the Interstate Commerce 
Commission can substantially repeal the act. Commis- 
sioners Clark and Clements frequently called attention 
to the purpose of the law to reduce and not to increase 
the instances for relief, and that these conditions were 
to proceed in the promptest way possible without injus- 
tice to carrier or commerce. They were very emphatic 
in the explanation that with this idea in mind they 
were seeking co-operation and assistance through some 
specific and practical suggestions. Mr. Clark explained 
that there were volumes of applications simply request- 
ing an order of suspension. 

J. C. Jeffries, commerce counsel for the Gould lines, 
was insistent that the roads be permitted to proceed 
with their issue of tariffs as at present, pending future 
hearings on a specific application. If this could not be 
permitted, the injury to his companies would be most 
serious. 

T. C. Powell, of the lines south of the Ohio river 
and east of the Mississippi, while asking in behalf of 
his interests the privileges generally sought, thought that 
within a very short time they could present to the Com- 
mission a specific application for relief in such intelli- 
gent form as to grouping of territory and involving the 
salient information necessary to warrant the Interstate 
Commerce Commission in a ruling of some permanency. 
Mr. Powell was quite positive in what he believed pos- 
sible. 

It is a matter of some surprise that the railways 
have not thought out something feasible, for other than 
the Southern systems there seems no programme in 
mind. Some practical suggestions for the future, to be 
subsequent to a suspending order and within a reason- 
able date, would have been better than to ask for the 
order with apparently nothing else in sight. 


Ohio Coal Road Under Fire 


Toledo, O., October 14.—An investigation into what 
is claimed to be one of the biggest cases of alleged 
rebating and unjust discrimination is slated for the 
consideration of the federal grand jury which convenes 
here next Tuesday. Howard D. Mannington, commis- 
sioner of the Ohio Coal Operators’ association and sec- 
retary of the Michigan-Ohio-Indiana Coal association, is 
expected to furnish most of the ammunition; the Hock- 
ing Valley railway and the Sunday Creek Coal company 
are said to be the two corporations Mr. Mannington 
particularly desires to have the jury take notice of. 
It is alleged that illegal concessions amounting to $2,- 
500,000 have been allowed the coal company by the 
railway. 

It appears that the coal company, which is said 
to be the largest operator in the Hocking and Kanawha 
fields, was reorganized about 10 years ago and that 
at that time the Hocking Valley guaranteed its bonds. 
The railway at that time controlled the Kanawha & 
Michigan, the Toledo & Ohio Central and the Zanesville 
& Western lines, the recently deceased Nicholas Mon- 
Sarret being president of all four. It was claimed that 
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this combination was in turn controlled by the Lake 
Shore, Pennsylvania, Baltimore & Ohio, Chesapeake & 
Ohio and the Erie roads. 

This alleged interrelationship the “independent” coal 
operators attempted to break up. Suits of dissolution 
were filed on Fairfield, Franklin and Perry counties 
and injunctions issued against the roads in each case. 
One of these suits prayed for the separation of the 
Hocking Valley and the Sunday Creek interests; this 
was successful. Then a successful fight was waged to 
make the Pennsylvania, Baltimore & Ohio and Lake 
Shore railways dispose of the interest they might have 
in the Hocking Valley to the Chesapeake & Ohio. This 
was followed, it seems, by the transfer of the interests 
of the Chesapeake & Ohio, Pennsylvania and Baltimore 
& Ohio in the Toledo & Ohio Central and the Zanes- 
ville & Western to the Lake Shore. What was con- 
sidered the final step was the reported sale of the 
interests of the Pennsylvania, Baltimore & Ohio and 
Erie in the Kanawha & Michigan to the Chesapeake & 
Ohio and Lake Shore jointly. 

Mannington alleges that after the Hocking Valley 
guaranteed the coal company bonds, it paid that cor- 
poration about $2,500,000 in rebates. This, in conjunc- 
tion with what the Ohio operators consider an undue 
preference to West Virginia—the rate from the West 
Virginia mines to Toledo being but 25 cents per ton 
greater than the rate from the Hocking and southern 
Ohio fields—has, it is contended, placed an undue burden 
on Ohio operators other than the Sunday Creek company. 


Reclassifies Candy 





Lincoln, Neb., October 14.—The Nebraska railway 
commission, under an order written by Chairman H. T. 
Clarke, has given candy manufacturers of the state a 
reduction by changing the classification of candy. The 
principal candy manufacturers of the state complained 
that the classification applicable to shipments of candy 
in less than carload lots is unreasonable and requested 
that all such shipments be rated at third-class, 
spective of value. The commission did not grant the 
request, but it ordered a change by requiring the rail- 
roads to accept candy whose average value does not 
exceed 15 cents per pound as third-class freight and 
ship candy valued in excess of 15 cents per pound, or 
where the value is not stated, as first-class freight. 
Candy ranges in vaiue from 5 to 50 cents a pound, 
with an average of not to exceed 25 cents a pound, and 
many large shipments do not exceed 15 cents a pound. 
The selling price of one large shipper’s output aver- 
aged from 12% to 15 cents a pound. For convenience 
these candies are mixed in one shipment, resulting in 
the entire shipment taking the higher rate under the 
present practice of railroads. 

Complainants insisted, however, and the evidence 
showed that the practice of placing a valuation on 
merchandise. and basing the rate thereon was limited 
and exceptional; that out of possibly 10,000 articles in 


irre- 


the classification, there were but twenty-one with a lim- 
ited valuation clause, and that there was no other article 
of food or ordinary commerce similar to candy upon 
which the limitation was placed. 

The evidence further showed that there were many 
articles of commerce, such as plug tobacco, valued at 
27 to 60 cents per pound; 


baking powder, valued. at 





THE TRAFFIC WORLD A 





25 to 40 cents per pound; candles, valued at 25 to 50 
cents per pound; dried fruit, valued at 10 to 30 cents 
per pound, and numerous others, which take third-class 
irrespective of value. 

The complainants are manufacturers who have fac- 
tories at Lincoln, Omaha, Fremont, Hastings and Grand 
Island. They refused to accept the offer of the rail- 
roads to apply the ratings established in classification 
No. 48 to Nebraska intrastate shipments, which would 
place complainants on a parity with their respective 
competitors at Sioux City, Council Bluffs, Topeka, Kansas 
City and St. Joe. 

The railroads complained against are the North- 
western, Burlington, C., St, P.. M. & O., Missouri Pacific, 
St. Joe & Grand Island and the Rock Island. The 
order of the commission is to become effective within 
thirty days of the date of the order, which is October 
5, and is to apply to the classification on less than car- 
load lots on confectionery, as follows: 

“In barrels, pails, cases or drums, in tin pails, crated 
or glass boxed, in galvanized steel bushel measures, 
with tight wooden covers, or galvanized iron pails. 

“Average invoice value not exceeding 15 cents per 
pound, and so receipted for, third class. 

“Average invoice value exceeding 15 cents per pound, 
or value not stated, first class.” 





Railway Valuation Considered 





{Concerning railway valuation we are, through cor- 
respondence of a recent date, presenting rather a new 
phase. It is interesting to note that the writer uses as 
an illustration a line whose location and general territory 
are well known to nearly everyone engaged in shipping 
and railway life. He has a host of friends in railway 
circles and frankly acknowledges the sins of the past 
as mutual. 

For a number of years he regards the interstate com- 
merce law as having a substantial observance, and any 
violations as exceptional rather than usual. In his prop- 
osition as to railway earnings, he wishes the roads am- 
ple maintenance, and a safe surplus for improvements 
with an interest rate of 6 per cent for the stock and 
bond holders. His comments are based on government 
regarding transportation as a tax against commerce.— 


Editor.] 
“Now, assuming that transportation is a tax, I 
firmly believe the instrumentalities of transportation 


that come under the control of the interstate commerce 
bill at this time, or as it may be hereafter amended, 
should be managed along entirely different lines from 
what has been the case since the railroads were first 
constructed. In other words, railroads and other forms 
of transportation under the commerce act should not be 
operated for undue revenue. 

‘TIT believe the government will require to assume 
strict control and even go to the extent of guaranteeing 
a fair income on the actual investment, say 6 per cent 
dividend after interest on necessary bonds. I believe 
the first step must be the physical valuation of railroad 
property, not as to what the property as property is 
worth at this time, but as to what it would cost to re- 
place it so far as labor and material are concerned, and 
the value of the right-of-way for transportation purposes. 
For example, my information is that the right-of-way of 
the Illinois Central railroad from Twelfth street along 
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the lake front in Chicago, was given to that company, 
The track was originally built on trestle; it has bee 
filled in and much valuable property. created by these 
fillings. As real estate and without this railroad jp 
possession this property would be immnsely valuable: 
in fact, the vice-president of the Illinois Central hag testi. 
fied before the Commission that from Twelfth street to 
the Chicago river the property of the Illinois Centra] 
railroad is worth eighty-five million dollars, and without 
any special knowledge on the subject I dare say the 
statement is conservative. You and I know, however. 
that if the Illinois Central was not now in possession 
of that property no amount of money could place it in 
such possession. The citizens of Chicago would mob 
anyone who attempted such a thing. Therefore, looking 
at it from the several points of view and considering 
the fact that the property was given to the I. C., I do 
not believe they are justified in figuring their capitaliza. 
tion on the now value of the property as real estate, but 
that it should be figured on the basis of the actual cost 
at the time possession was taken plus any permanent 
improvements placed thereupon, and I think this is a 
fair basis for the physical valuation of railroads. This 
being accomplished, whether or not it produces a value 
in excess of the present capital indebtedness plus the 
bonds is immaterial. If so, that value should be paid on: 
if not, the securities should be scaled to a proper basis. 
This being settled, the railroad should be permitted to 
earn full maintenance charges, sufficient money to create 
sinking funds for improvements that require renewal, in- 
terest on the bonds, dividends on the stock. Beyond 
this the earnings, if any, should be turned into the treas- 
ury of the United States government to be held as a 
guarantee for future dividends and interest charges. 

“I believe if this can be brought about the railroads 


as well as the country will prosper immensely and 
money, instead of going into savings banks at 3 per 
cent, or other securities at 4 or 5 per cent, would flood 


the coffers of the transportation companies in exchange 
for 6 per cent dividend paying stocks.” 


Starts Refrigerator Barge Service 


New York, October 14.—In order to facilitate the 
handling of dressed meats, provisions and other perish: 


able freight in New York harbor, the Pennsylvania rail- 
road has inaugurated a refrigerator barge service. This 
innovation was adopted after much experimenting as to 
the best method of handling this character of traffi 
where it is impracticable to make delivery in the original 
ear and where the company must furnish protection 
against heat in summer and cold in winter. Ordinarily 
this protection has been afforded by refrigerator cars 
The situation at the port of New York, however, differs 
from other Atlantic ports in that steamships have 00 
rail connections at their piers, and freight must be de 
livered by floats. It was to supply this need that the 


Pennsylvania railroad inaugurated its refrigerator barge 
service. 


WOULD CHANGE CLASSIFICATION. 

Des Moines, Ia., October 14.—A petition has bee! 
received by the state railroad commission asking that 
a change be made in the classification of mine props 
and that the carload rating be reduced from that 4? 
plicable on soft lump coal to the rate charged for soft 
coal slack. 
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LEGAL DEPARTMENT 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 


Address Legal Department, The Traffic Service Bureau, 
Washington, D. C., 





Ohio.—“A owns private track on B. R. R. A also 
has standing order to B not to place any cars arrival 
for A unless ordered. Car of coal arrived July 29, 
1 p. m. for A, and B placed car on A’s private track 
same day at 2 p. m. A gives order next morning at 
8 o’clock to place car on C’s private track for C to 
unload. B places car on C’s track August 1, at 2 p. m. 
and unloaded August 4 at 6 p. m. B made no switch- 
ing charge from A to C, but rendered a bill against 
A for car service, claiming change of consignee does 
not constitute reconsignment. Is A entitled to twenty- 
four hours to order car and C to forty-eight hours to 
unload?” 


No switching charge from A to C was made for the 
likely reason that the delivering carrier held the car 
on A’s track for its own convenience, pending the time 
it reeeived order from consignee. However, as soon 
as the carrier delivered the car on C’s tracks, on order 
to A, it performed a service which legally must be 
construed either as that of switching or reconsignment. 
Whichever way it is construed by the carrier, A is 
entitled to twenty-four hours from the time the carrier 
places the car and gives proper notice, as provided by 
rule 2, section b, Uniform Demurrage Code, and C is 
entitled to forty-eight hours for unloading, in accordance 
with setcion a of said rule. These two provisions must 
be construed together and as giving the consignee free 
time for both unloading and for switching, or recon- 
signment, which the shipment in question actually was. 

Georgia.—“Is a road that operates wholly within a 
state, but which accepts shipments coming from other 
states, engaged in interstate commerce and subject to 
the act to regulate commerce?” 

The test in such cases is whether or not the intra- 
state line accepts freight under through rates and bills 
of lading or whether it has on file with the Interstate 
Commerce Commission concurrences in freight rates on 
commodities moving between points in different states. 
If freight is delivered to such line at its first station 
Within the state on a bill of lading reading only to 
that station, and if the intrastate line issues its own 
bill of lading for the freight from that station to an- 
other station within the state and on a local rate be- 
tween those points, it is not engaged in the transporta- 
tion of interstate commerce, and is not subject to the 
act to regulate commerce. Nevertheless, if the intra- 
state line has made itself subject to the act by virtue 
of concurring in published tariffs covering interstate 
shipments, in such event, the right is given the Inter- 
state Commerce Commission to establish a through 
route and joint rate over its lines, on good cause shown. 
Pennsylvania.—‘“In the event that a railroad fails 
refuses to comply with an order of the Interstate 
Commerce Commission, what remedy has the complain- 
ant in whose favor the order was made?” 

An order of the Commission can be enforced only 


or 
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through judicial proceedings, as provided for by séction 
16 of the act. This section provides that “Any carrier 
failing or neglecting to obey any order of the Com- 
mission, other than for the payment of money, any 
party injured thereby, or the Commission in its own 
name, may apply to the Circuit court in the district 
wherein such carrier has its principal offices, or in 
which the violation or disobedience of such order shall 
happen, for an enforcement of such order.” In such 
proceedings, the parties are entitled to a trial by jury, 
so as to insure them the enjoyment of their consti- 
tutional right. 

However, this section has been materially changed 
by the amendment of Congress, approved June 18, 1910, 
and made effective August 16, 1910. This amendment 
provides that “the Interstate Commerce Commission, or 
any party injured thereby, or the United States, by its 
attorney-general, may apply to the Commerce court (be- 
ing a new court especially created by said amendment 
to assume jurisdiction over interstate commerce cases) 
for the enforcement. of such order. If, after a hearing, 
that court determines that the order was regularly 
made and duly served, and that the carrier is in dis- 
obedience of the same, the court shall enforce obedience 
to such order by a writ of injunction or other proper 


process, mandatory or otherwise, to restrain such car- 


rier, its officers, agents or representatives, from further 
disobedience of such order, or to enjoin upon it or them 
obedience to the same. 

New York.—‘“Are you not mistaken in your reply 
to ‘Ohio’ in the September 24, 1910, issue of Tue TRrar- 
FIc WoRLD, page 462, in which you state that a shipment 
moving between two points in the same state, but in 
traveling over the usual route passes out of the state 
and went a part of the distance through another state, 
was an interstate shipment? We understand that some 
law writers and United States Supreme court has held 
otherwise” 

In Hanley vs. Kansas City S. R. Co., 187 U. S. 617, 
affirming 106 Fed. Rep. 353, that court held that trans- 
portation under through bills of lading between points 
in the same state, and where such transportation for 
a part of the journey extends 
interstate commerce, and is subject to the provisions 
of the act. A similar decision was rendered in U. S. 
vs. Delaware L. *& W. R. Co., 152 Fed. Rep. 269, and 


in the case of Milk Producers’ Protective Association 


vs. Delaware L. & W. R. Co., 7, I. C. C. 92, the Inter- 


state Commerce Commission held that where a railroad 
company transports goods between points in the same 
state by a route which passes through another state, it 
is engaged in interstate commerce, and 
the jurisdiction of the Commission. 


into another state, is 


is subject to 


Missouri River Rate Case 





Washington, D. C., October 14.—The Chicago, Bur- 
lington & Quincy railroad, through its counsel, Mr. 
Spencer, has filed a motion in the Supreme court 
to postpone argument in the Missouri River Rate Case 
until it can be heard by nine judges. The brief states 
that the same question is involved that has been pre- 
sented in the Minnesota rate case decided by a master 
in chancery, who held both as a matter of law and fact 
the state laws were void because they actually inter- 
fered with interstate commerce. 
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JUST INTERPRETATION OF LAW 


Interstate Commissioners Proceeding with Conscien- 
tious Regard for All Interests 





Washington dispatches to the Baltimore Sun contain 
an interesting analysis of the new responsibilities thrown 
upon the Interstate Commerce Commission, and the 
manner of applying the greatly increased authority 
granted. The article explains how carefully the Com- 
missioners are going forward in a conscientious use of 
the instrument placed in their hands. In so far as 
human skill can succeed, there will be an earnest effort 
to merit the confidence of shippers and railways, in the 
justice of their conclusions. The Sun comments as 
follows: 

Washington, D. C., October 5.—A realization of the 
tremendous powers conferred upon the Interstate Com- 
merce Commission at the recent session of Congress is 
just beginning to soak into the minds of the interests 
over which this body has jurisdiction. 

The Commission itself hardly grasped at the time 
the extent to which its power had been increased nor 
the amount of extra work unloaded upon it. Its mem- 
bers feel a little like a man suddenly endowed with 
the strength of a giant. They realize and relish their 
broadened power, but naturally hesitate about too free 
exercise of it. This is the spirit in which they are deal- 
ing with the grave problems growing out of the appli- 
eation of the new power of suspension to the general 
increases in rates proposed by the railroads. 

Under the terms of the Elkins-Mann law, the Com- 
mission may act upon its own initiative in investigating 
and setting aside of rates. Before the scope of the 
Hepburn law was enlarged it was possible only for 
“individual” rates to be attacked, and until someone 
should file complaint against a particular rate it could 
not be touched by the Commission. It was then with- 
out power to declare a rate unjust or unreasonable— 
even upon the complaint of a shipper. 

Earlier members thought when the original Cullom 
act was framed some years ago that the tribunal would 
have vast power over railway rates and practices. They 
were doomed to disappointment. The supposed powers 
were attacked in the federal courts. Test cases dragged 
along ten years, and when finally decided the Commis- 
sion awakened to the realization that no power had been 
delegated to it over rate-making. It instituted a cam- 
paign of education. Its reports discussed evils and rec- 
ommended legislation such as would vest the tribunal 
with greater power. 

The next step forward came when the Hepburn law 
was passed. That measure had a number of weak spots, 
but it drove in the. entering wedge of federal rate- 
making. True enough, it only allowed the Commission, 
upon complaint, and after hearing, to declare a given 
rate unreasonable and substitute another, but that paved 
the way for the still wider grants of power given by 
the last session of Congress, when the Commission was 
vested with the greater power of suspending a proposed 
increase in rates pending investigation into the justice 
of the raise. 

Equally important was the power granted of de- 
termining to what extent the railways may deviate from 
the principle of the “long and short haul.” Behind 
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these vasts grants of power—some constitutional lawyers 
contend that it is an unconstitutional delegation of leg- 
islative functions—looms the shadow of the new Court 
of Commerce. This court is not yet in existence, al- 
though authorized by law, but conservative senators 
hoped that the Court of Commerce would serve as a 
bulwark against radical exercises of the new powers 
with which the Commission had been invested. 

The Commission is proceeding cautiously under the 
Mann-Elkins law, because if it does not tread a con- 
servative path and safeguard the rights of the railroads 
while protecting the interests of the shippers, a re- 
action may come that will strip the Commission of some 
of its powers. It is also not forgotten that the con- 
stitutionality of the delegation of the rate-making power 
has not yet been finally determined inthe courts. Should 
the Supreme court declare that part of the Hepburn 
law an unwarranted transfer of power from Congress 
to a commission, the whole system of federal rate ad- 
justment, which has been growing up since 1906, would 
be dashed to earth. The Commissioners appreciate these 
elements of danger in the situation and are proceeding 
conservatively, so that their rulings will stand muster 
before the courts. 

The Commission is nearing the first real test of 
its power under the new law. In the many instances 
of proposed increases in trunk-line rates the entire 
rate-making system of the country is involved. The 
railroad managers contend that conditions justify higher 
rates on many commodities. Shippers deny this claim. 
The Commission temporarily sets these rates aside pend- 
ing investigation. The railroads deferred the application 
of the new rates temporarily and saved the Commission 
the necessity of making the suspensions in many cases. 

The burden of proof has been put upon the rail- 
roads to justify the increases. This is a reversal of 
the old order, under which the onus was upon the 
shipper to prove a rate unreasonable. 


New Illinois Express Tariff 


Chicago, October 15.——A temporary restraining order 
enjoining the Illinois Railroad and Warehouse commis- 
sion from enforcing its new express tariff, which was 
to become effective to-day, was issued by Judge Kohl- 
saat of the federal court, upon Wednesday of this week. 

Bills requesting the issuance of the injunction were 
filed by the Adams, American, Pacific, United States, 
and Wells, Fargo & Co.’s Express. The National Ex- 
press company joined in the bill of the American, which 
controls it. 

The court said a date wouid be set in a few days 
to hear arguments of counsel on the question of making 
the injunction permanent. 

The contest will settle definitely whether or not 
the law creating the railroad commission confers juris 
diction over the charges concerning the express com 
panies, which have long been complained of as ex- 
tortionate and constructed on an unscientific basis. 

If the contentions of the companies are sustained 
by the courts, they will give added impetus to the 
efforts of shipper to secure the passage of a law that 
will give specific power to the commission to regulate 
the charges of express companies, as it does the rail- 
road companies. 

Whether the express companies are not performing 
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a service that should properly be handled by the rail- 
road companies themselves is also an issue that may 
pe raised before the contest is ended. 

It is understood that the principle contest will be 
made on behalf of all the companies by the Wells-Fargo 
company, which is a corporation, in order to keep the 
case in the federal courts. 

The chief contentions on which the injunction was 
asked were that the reduced rates were confiscatory 
and that the commission had no authority to promulgate 
an order prescribing express rates. 

The bill of the Wells-Fargo company, which is illus- 
trative of the others, was filed by Holt, Wheeler & 
Sidley of Chicago and C. W. Stockton, general counsel. 
Affidavits of Vice-president E. D. Stedman and Traffic 
Manager J. F. Ludlow set forth that the company’s 
rates are now reasonable and that the proposed order 
would reduce their revenues on Illinois traffic 16 per 
cent, and that the penalties which might be imposed 
if the order was not observed would aggregate $75,- 
000,000. 

The opinion and order of the commission, as well 
as the rates prescribed, were printed in THe TRAFFIC 
Woritp of September 10. 


State Hearing in Florida 





Tallahassee, Fla., October 14.—The following notice 
of meetings to be held by the Florida railroad com- 
missioners have been issued: 

The railroad commissioners of the state of Florida 
to all railroads and railroad companies doing an intra- 
state business in the state of Florida: 

Take notice that on October 18, 1910, at 11 o’clock 
a. m., we shall hold a meeting in our office in the city 
of Tallahassee to hear and consider whether or not 
we should amend rule 15 of our Rules Governing the 
Transportation of Freight, so that the same shall read 
as follows: 

“15. A charge of not more than two dollars per car, 
without regard to its weight or contents, will be allowed 
except to the railroad having the line haul of the same, 
for transporting, switching or transferring a loaded car 
from any point on any railroad to a connecting railroad 
or to any warehouse, sidetrack or other point within 
the switching limits of the place; and no railroad shall 
decline or refuse to transport, switch or transfer any 
such car or to receive it from any connecting railroad 
for such poses. The switching limits of any place, 
within the meaning of this rule, shall be the switching 
limits usually operated there, but in no case less than 
three miles. No railroad shall reduce any of its switch- 
ing limits without first obtaining the approval of the 
railroad commissioners. 

“When in the transfer, switching or transportation 
of a car between such points, it is necessary to pass 
Over the track or tracks of any intermediate railroad or 
railroads, said maximum charge of two dollars shall be 
equitably divided between the railroads at interest, ex- 
cluding that having the line haul. 

“When a charge is made for the transfer, switching 
or transportation of a loaded car between such points, 
no additional charge shall be made for the accompanying 
movement of the empty car in the opposite direction. 
No charge whatever shall be made by a railroad having 
the line haul for placing, for loading an empty car at 
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any warehouse or other point on its own line or side- 
track, or for switching the loaded car to or from the 
same either for delivery or for transportation. 

“Provided, that this rule shall not interfere with 
any prevailing legal rate for the transportation of freight 
between different stations; and shall not apply to any 
freight that does not pay a direct freight transportation 
charge in connection with a switching charge.” 

At such meeting you and each of you will have an 
opportunity for a just and fair hearing thereon. 


Another Proposed Change. 


The railroad commissioners of the state of Florida 
to all railroads and railroad companies doing an intra- 
state business in the state of Florida: 

Take notice that on October 18, A. D. 1910, at 10 
o’clock a. m., we shall hold a meeting in our office in 
the city of Tallahassee to hear and consider whether or 
not we should adopt the following amendment to rule 
13 of our “Rules Governing the Transportation of 
Freight,” viz.: 

Strike out from the table of Estimated Weights 
therein contained the following words: 

“Lumber, yellow pine boards, two inches and less, 
kiln-dried and dressed, per 1,000 feet, 3,000 pounds,” 
and insert in lieu thereof the following words: 

“Lumber, dressed, viz., cypress, gum, poplar and yel- 
low pine, viz., %-inch bevel siding, 1,000 pounds sea- 
soned; %-inch ceiling, 1,000 pounds, seasoned; %-inch 
ceiling, 1,300 pounds, seasoned; %-inch ceiling or par- 
tition, 1,600 pounds, seasoned; %-inch ceiling or partition, 
2,000 pounds, seasoned; 33-inch ceiling, partition or floor- 
ing, 2,200 pounds, seasoned; drop siding, 2,200 pounds, 
seasoned; }j-inch boards, 2,600 pounds, seasoned; N. O. 
S., 4,000 pounds, seasoned, 2,750 pounds, seasoned.” 

At such meeting you and each of you will have an 
opportunity for a just and fair hearing. 

Witness the hand of our chairman affixed in open 
session of our board and by direction thereof at our 
office aforesaid this third day of October, A. D. 1910. 

R. HUDSON BURR, 


Chairman Board of Railroad Commissioners of the State 
of Florida. 


Getting Acquainted 





A number of the general officers of the Atchison, 
Topeka & Santa Fe are now making a trip through 
Kansas, visiting various towns and cities along the 
route of the road, meeting representative men and at- 
tending meetings of commercial clubs and other organ- 
izations. The object is to have its patrons become 
better acquainted with the management. 

It is believed that much of the feeling between 
the public and the railroads can be improved by a 
mutual face-to-face discussion of mooted questions of 
the day affecting the railroad situation. 

Kansas was selected for the trip, both because it 
is one of the states most thoroughly covered by the 
network of Santa Fe lines and because Topeka was 
the scene of the shippers’ convention called recently by 
Governor W. R. Stubbs to protest against advances in 
freight rates. 


‘ 


Sentiments were expressed at the convention which 
the railroads are anxious to counteract. 

The party of officials which started from Topeka 
on Monday is composed of J. R. Koontz, general freight 
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agent; E. L. Copeland, secretary and treasurer; J. D. M. 


Hamilton, claims attorney; H. A. Tice, 
of the western division; John Purcell, 
of the Topeka shops, and J. F. Jarrell, 
appointed publicity agent of the Santa Fe. 

Mr. Koontz explained the purpose of the trip as 
follows: 

“Many questions about railroad rates, service, cap- 
italization, and physical valuation have been brought to 
the attention of the public and unintentionally, and 
sometimes unknowingly, these subjects have been han- 
died in a manner calculated to prejudice the public 
against the railroads. 

“It is believed that by getting closer together a 
better understanding can be reached. The railroads 
need, in addition to traffic, the good will of the people. 
This can be brought about if we can meet face to face 
those whom we serve and talk our side while hearing 
from our patrons their side.” 


superintendent 
superintendent 
the recently 


Master-in-Chancery Upheld 





St. Paul, Minn., October 10.—In the United States 
Circuit court to-day, Judges Adams, Hook, Sanborn and 
Van Devanter, in a decision handed down, upheld the 
findings of Master in Chancery F. N. Dickson, in the 
suit brought by the Chicago, Burlington & Quincy, Great 
Northern and Northern Pacific to enjoin the Interstate 
Commerce Commission from enforcing the reduction in 
lumber rates from Portland to Chicago and St. Paul. 

All exceptions’ by both sides were overruled and 
the decision is a victory: for the carriers. 

A comprehensive summary of the special master’s 
finding was given in the July 30 issue of THe TRAFFIC 
Wortp and the bill of excetpions as filed by the Inter- 
state Commerce Commission appeared in the issue of 
August 20. 


Two-Cent Law Up 


Washington, D. C., October 14.—Attorneys for the 
state of Missouri and for the railroads doing business 
in that state began on Wednesday argument before the 
Supreme court as to the validity of the two-cent passen- 
ger fare and maximum rate laws, as passed by the 
legislature of the state in 1907. 

The case includes questions of jurisdiction of fed- 
eral courts over state legislation in regard to railroads 
and the proper basis of arriving at the remuneration 
guaranteed the railroads under the federal constitution. 

The Circuit court for the western district of Mis- 
souri held the laws were unremunerative and enjoined 
their endorsement. 





Tariff Suspensions 





Washington, D. C., October 14.—It is announced by 
the Interstate Commerce Commission that carriers in 
Official Classification, Western Trunk Line, Trans-Mis- 
souri and Illinois Freight Committee territories, at the 
request of the Commission, have again agreed to sus- 
pend tariffs heretofore filed by them containing the 
general increases in rates now under examination by the 
Commission. 

The suspension now made will postpone effective- 
ness of these rates until February 1, 1911. The carriers 
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recognize that the importance of the issues and the 
volume of evidence presented make it absolutely im. 
possible for the Commission to decide these cases be 
fore November 1, the date upon which the tariffs go 
filed become effective. This action by the carriers fol- 
lows conference between railway officials and the Com. 
mission, and is regarded by both the Commission and 
the carriers as in the interest of the general shipping 
public, inasmuch as any possible confusion is avoided. 

It is agreed between the carriers and the Commis. 
sion that, inasmuch as the postponement is made in 
lieu of a formal order of suspension by the Commission, 
the time of this suspension, as well as the one pre. 
viously made in July, shall be counted as a portion of 
the ten months’ period provided by law as the limit 
for which orders of the Commission may run. 


Traffic League Meeting 





A call has been sent out for the annual meeting 
of the National Industrial Traffic league to be held at 
the Congress Hotel, in this city, at 10:30 a. m., on 
Thursday, October 27. 

The docket shows the following items of business: 

Election of officers: (a) President, (b) 
ident, (c) secretary-treasurer, (d) board of 
(e) honorary vice-presidents. 

General advance in rates. 

Coastwise traffic. 

Water carriers—control of by railways 

Loss and damage from team tracks. 

Statute of limitation. 

Switching absorptions. 

Flag stations. 

Tariffs reissued to show changes. 

Uniform classification. 

Southern classification—publicity of docket. 

Refund of overcharges developed in revising billing. 

Inspection at large terminals. 

Tracing of freight. 

Preparation of papers supporting claims. 

Uniform bill of lading—I. C. C. 

Standard bill of lading—southern lines. 

Uniform order bill of lading—federal 
lating to. 

Prepayment or guarantee of charges. 

Payment for classifications. 

Responsibility of carriers for tariffs. 

Marking of 1. c. 1. freight. 

Trap cars. 

Rates upon returned freight. 

Weights to govern where cars are reweighed in 
transit. 

Loss at sea. 

Natural shrinkage and discrepancies 
weights. 

Terminal deliveries. 

Storage in transit. 

Maximum dimensions of freight cars. 

Simplification of tariffs. 

Finance and auditing committee report. 

Membership committee report. 

Organization committee report. 

Publicity committee report. 

In connection with this meeting there will be held 
a dinner to be given at the Congress Hotel in the eve™ 
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ing, for members and friends of members eligible to 
membership. Two speakers of prominence have been 
arranged for, and a pleasant and profitable evening is 
promised. 


Telephone Company Defendant 

Washington, D. C., October 14.—The first complaint 
against a telephone company, under the recently amended 
commerce law, has been filed with the Interstate Com- 
merce Commission, by William D. Shoemaker of Drum- 
mond, Md. 

His complaint is that he is being discriminated 
against by the Chesapeake & Potamac Telephone com- 
pony in that some of his neighbors receive telephone 
service to Washington cheaper than he can obtain it. 

The telephone company explains that the persons 
referred to are old customers who have the advantage 
of a rate made previous to 1907, and that all contracts 
subsequently made were at an increased rate. 

The complaint was not properly prepared and must 
be redrafted before the Commission will take action. 
When it is properly presented it will be watched with 
great interest, as it will in a manner indicate the way 
in which telephone cases will be handled by the Com- 
mission. 


At the Rate Hearings 


THe TRAFFIC WORLD, in order to fully cover the 
important hearings before the Interstate Commerce Com- 
in Washington this week, has the following 
members of its staff present: The vice-president and 
general counsel, who are located in Washington, as well 
as the special agent in charge of tariffs and abstracts, 
and the news editor from Chicago. The purpose of 
this is to watch all phases of the proceedings and give 
our readers a full account now, and later comments 
relating to their effects upon conditions. We feel the 
present investigations to be the most important ever 
held in this or any other country in their results to 
commerce, and hence our wish to serve our patrons to 
the greatest scope. 


A Remedy for Car Shortages 


In an address before the Traffic club of Chicago, on 
Tuesday night of this week, Mr. Arthur Hale, of the 
American Railway association, advanced some new ideas 
in reference to the car shortage problem. 

Mr. Hale spoke on car efficiency and the prospects 
of a freight car shortage. He said that the freight 
car was something like the water in the well in the 
old song, when “You never miss the water till the well 
Tuns dry.” Shippers are always so used to getting 
freight cars on demand that they do not think much 
about them until there is a shortage or prospect of a 
Shortage, and Mr. .Hale had found that an invitation 
from a traffic club to dinner was almost an indication 
of a car shortage. 

Mr, Hale said that there was no serious car short- 
age just now, and no prospect of anything worse than 
the little car shortage there was last year, but felt 
that, notwithstanding this, the railroads of the country 
Were making a record because the figures of his com: 
Mittee showed that the railroads were moving cars 





mission 









state 
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quicker than ever before and that the industries were 
handling them quicker than ever before. 

He said, however, that there was much chance for 
improvement in the future; that the railroads could 
make some proper arrangement for the common use of 
their cars, which would have good results, but he felt 
that if the industries of the country handled cars much 
quicker than they are doing at present, this ought to 
be recognized by the railroads in some substantial way. 


Investigating Water Rates 





Houston, Tex., October 14.—It is stated upon good 
authority that the state railroad commission is investi- 
gating the advances in ocean rates upon cotton, both 
from Galveston to foreign ports, and from Galveston to 
New York. 

It is stated that inquiries are being made along the 
following lines: 

A comparison of facilities during previous years with 
the amount of cotton hauled and the same with respect 
to this year. 

Capacity of the vessels in operation at the present 
time and the amount of available space in them, as com- 
pared with former years. 

Operating cost, including cost of fuel, labor, insur- 
ance, etc., compared in the same way. 

Just what the commission expects to do or what it 
can do is not shown. 

The total of the crop ginned to October first amounted 
to 1,181,258 bales, and by December first the most of this 
will have been moved. 

There is a very heavy movement at the present time, 
much of which is going on a through rate of 55 cents, 
at which rate it will continue to go unless the petition 
of some of the railroads for the reduction in the inter- 
rate upon less than the 30-day notice shall be 
granted. 

The large shippers have apparently had the better of 
the smaller ones in the matter because of the fact that 
they had contracted for a large per cent of their tonnage 
before the steamship companies raised their rates. Some 
of them secured as low a rate as 31 cents and others 
34, while the rate now quoted is 38 cents. 


Milling in Transit Rules 





At a conference’ héld in Louisville between shippers 
and the lines in the Southeastern Mississippi Valley asso- 
ciation territory, rules were agreed upon which stipulate 
that the identity of every shipment of raw product must 
be maintained at all times. It was further agreed that 
a description of each such shipment should be filed, and 
in the event of a difference being proven, the shipper 
should be penalized. 

No time was set when these rules should become 
operative, but as they are practically what the Interstate 
Commerce Commission has insisted upon, it is supposed 
it will be as soon as the approval of the interested lines 
can be obtained. 


CAR LOADING INCREASES. 


The combined September car loading of the New 
York Central lines west of Buffalo was 1,024,995—an 
increase of 51,591. Empties for the month reached 437,- 
360—an increase of 29,174. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-o te with the Inter- 
state Commerce mmission, state rail- 

commissions and transportation 
companies in promoting and 
better understanding by the public an 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other ‘officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in C) 
United States. 


J. C. Lincoln, President 
Comm’r Merchants’ Exchange Traffic 
u, St. Louis, Mo. 
W. M. Hopkins, Vice-President 
M Transp. Dept. Board of Trade, 
ilcago, I Til. 


. EB Secretary-Treasurer 
T. We ‘Automatic Electric Co., Chi- 
cago, Ill. 


Officers 


ILLINOIS. 
Lake ag 4 Manufacturers’ Association, 
E. Sedgwick, Pres., Waukegan. 
National Association of Agricultural tm- 
Remonts and Vehicle anufacturers, 


Sterling 
Manufacturers’ and Shippers’ 
Association, 

In charge of traffic of pucetee at 
=F iat and Rock Falls, Ill. 


3 wrence...... wteeeeeene President 

W. K. Palmer..... sngvions Vice- President 

Pr ©. |: rae Secretary-Treasurer 

W. B. Long.....--eeeees Traffic Manager 
MINNESOTA. 


Northern Pine Manufacturers’ Associa- 
tion, H. S. Childs, Sec., Minneapolis. 


MISSOURI. 
Business Men’s League, P. W. Co 7 
ge od A 614 Bank of Commerce Bl 
Louis. 
Commercial Club, H. G. Krake, Comm’r, 
8t. Joseph. 


Pp 
ity Trans station Bureau of the 
ai a by Trans. 


Commercial Club 
Comm’r, 105-6-7 P peard of Trade Bidg., 
Kansas City. 
NEW YORK. 
we A Chamber of Commerce, orm B. 








kman, Sec., 6 m st., 
New York. 
OHIO. 
Cleveland Chamber of Commerce, Munson 
A. Havens, Sec., Cleveland. 
WISCONSIN. 


hante’ and Manufacturers’ Associa- 
“tone Wm. G. Bruce, Sec., 46 University 
, Mliwaiukes. 


TRAFFIC FIC CLUBS 
The Traffic Club of New York, Chas. F. 
Moore, Pres.: C, Swope, Sec. 
The Traffic Club of Chicago, John T. 
Stockton, Pres. Guy §8. cCabe, Sec. 
ba * wrrattic o~. of "Philadelphia, Edw. 
Pres. Cc. er, Sec. 
The a Club c St. Leute, Geo, J. 
Tansey, Pres. A. F. Versen, at -Treas, 
The Traffic Club of Pittsburg, O. M. Ells- 
worth, Pres. T. J. Walters, Sec. 
The Transportation Club of indlanapolls, 
L. J. Blaker, Pres. L. EB. Stone, Sec, 
The Transportation Club of Loulsville, 
Alfred Brandeis, Pres. W. E. Cham- 
bers, Sec. 
The Transportation 1 of Toledo, 
ama Conlon, Pres. L. G. Macomber, 
ec 
The Traffic Ciub of St. oe, J. R. Jones, 
Pres. A. L, Bowker, Sec. 
The Traffic Club of Newark, Chas. Mil- 
bauer, Pres. E. G. Weil, Sec. 
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COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During 
Past Week 


Arizona Railway Commission vs. A. T. 
& S. F., El Paso & S. W., Lordsburg 
& H. and Ariz. & N. M. (3563). 

Complainant alleges that defend- 
ants have in force and do now main- 
tain in Santa Fe System Trf. No. 
6306C, I, C. C. No. 4769, effective May 
30, 1909, through carload rates on 
cereal products from Groups 1, 2 
and 3 points named therein to Clif- 
ton, Ariz., which rates are 7c per 
100 lbs. higher than combination of 
rates in same tariff to Lordsburg, 
N. M., added to local rate, thence to 
Clifton, as named in Ariz. & N. M. 
Local Trf. 16A, I. C. C. No. 15, ef- 
fective January 1, 1910. 

Complainant contends that defend- 
ants have been and are now sub- 
jecting merchants of Clifton, Ariz., 
to unjust and unreasonable charges, 
that Becker-Franz Co. received one 
carload of flour and meal originating 
at Kingsley and St. John, Kan., which 
was milled in transit at Lamar, Colo., 
and thence forwarded to Clifton, 
Ariz., charges assessed and col- 
lected $332.65, at rate of $1.10 per 
100 Ibs. 

Complainant prays that after due 
hearing and investigation defendants 
be made to answer such charges, to 
cease and desist from said viola- 
tions and asks reparation in the sum 
of $21.17. 

Geo. Storment, attorney for com- 
plainant. 

Board of Trade of City of Chicago, 
Chicago, IIl., vs. Atlantic City R. R., 
B. & O.,C,. C. C. & St. L., Grand 
Trank, N..Y. C..& HB. R., PR ‘R. 
and various other roads (3575). 

Complainant alleges that rates 
known as ex-lake rates put in force 
by defendants from Buffalo, N. Y., 
to New York, N. Y., and Atlantic 
seaboard points are unjust and un- 
reasonable in comparison with 
through all-rail rates from Chicago, 
Ill, to same points; that said rates 
known as ex-lake rates unjustly de- 
prive grain dealers of this and other 
markets situated on Lake Michigan 

and Lake Superior of benefits of 
cheap water transportation. Com- 
plainant claims that for many years 
prior to the year of 1906 ex-lake 
rates from Buffalo, N. Y., to New 
York, N. Y., and other seaboard 

points did not exceed east of Buf- 

falo proportions of through rate on 
grain shipped all-rail from Chicago, 

Ill., to Atlantic seaboard points, 

whereas at the present time the ex- 

lake rates from Buffalo, N. Y., to 

Atlantic seaboard points are higher 

than the proportion of the through 

rate, with the result that in many 
cases the transportation from Chi- 
cago, Ill., to seaboard points on cer- 
tain grain is less by all-rail route 
than transportation by rail-and-water 
routes between same points on same 
grain. Complainant contends that 
this has been brought about by ad- 


vances of ex-lake rates, and not by 
a reduction of all-rail rates, 

Complainant prays that dercndant 
be made to answer such charges, 
and after due hearing and investiga. 
tion to cease and desist from said 
violation and from charging, accept- 
ing and retaining the present ex- 
lake rates from Buffalo, N. Y., to 
New York, N, Y., and Atlantic sea- 
board cities or from retaining or ac- 
cepting any greater sum on grain 
coming via the lakes than they 
charge, accept and retain for same 
service On same commodity deliy- 
ered to them from an all-rail <arrier 
at Buffalo, N. Y., and having the 
same destinaiton. 

Chester Arthur Legg, counsel for 
complainant, the Board of Trade of 
Chicago, Chicago, Ill. 

Crescent Lumber Co. of Meridian, 
Miss., vs. Mo. Pac., St. L. & S. F. 
and Omaha Bridge & Terminal Co, 
(3573). 

Complainant alleges that on or 
about January 15, 1909, it shipped 
from Stallo, Miss,, to Council Bluffs, 
Ia., one carload of yellow pine lun- 
ber, weight 28,200 Ibs., charges as- 
sessed and collected $79.50, an over- 
charge of $4.50. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation and asks reparation in 
the sum of $4.50. 

R. W. Harris. 

Hamilton, Chas. H., of Pittsburg, Pa., 
vs. Amer. Express Co. and Adams 
Express Co. (3566). 

Complainant alleges that he pre 
sented to agent at Assembly 
Grounds, Chautauqua, N, Y., with re 
quest to ship to Centreville, Pa., via 
Mayville, one package containing 
one baby’s folding crib. Agent re 
fused to ship via Mayville and did 
ship via Jamestown, Erie, etc., to 
Centreville, charges assessed and 
collected $2.50. 

Complainant contended __ that 
charges are at least $1.50 more thal 
are fair, reasonable and adjustable. 

Complainant prays that defendant 
be made to answer such charges 
and after due hearing and investiga 
tion to cease and desist from said 
violation, and to put in force such 
rates as Commission may deem rea 
sonable and just, and asks reparé 
tion in the sum of $1.50, or such 
other sum as Commission may c0D 
sider complainant entitled to. 

Chas, H. Hamilton, Pittsburg, P® 

McCord Mercantile Co. of Pueblo 

Colo., vs. A. T. & S. F. and D. & BR. 

G. (3565). 


Complainant alleges that it shipped 


from Roy, Utah, to Lamar, C010 


one carload of canned goods on * 
vember 4, 1908, charges assessed a2 


collected 90c per 100 Ibs., total 


charges paid $424.80. 
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Complainant contends that it has 
peen overcharged by defendant to 
the extent of $188.80. 

Complainant prays that after due 
hearing and investigation defendant 
be made to answer such charges, to 
cease and desist from said violation, 
and asks reparation in the sum of 
$188.80. 

Wichita Freight Audit Co., per 
D. C. Moffitt. 

Merchants’ & Manufacturers’ Assn. of 
Baltimore, Md., and Chesapeake 
Iron Works vs. A. C. L. and B. S. 
P. Co, (3568), 

Complainant contends that on 
May 3, 1910, the Chesapeake Iron 
Works shipped from Baltimore, Md.., 
to Nashville, N. C., two girders 26 
feet long, which, together with cast- 
ings and bolts shipped, weighed 
1,947 Ibs., charges assessed and col- 
lected $31.20, based on weight of 
4,000 Ibs., at 78c per 100 lbs., in- 
stead of weight of 1,947 Ibs, at 28c 
per 100 lbs., or an aggregate charge 
of $5.45, a difference of $25.75; that 
on May 238, 1910, the Chesapeake 
Iron Works shipped from Baltimore, 
Md., to Barnwell, S. C., two girders 
23 feet in length and one girder 13 
feet G6 inches in length, weighing 
6,395 lIbs., upon which there was 
charged and collected $36.80, based 
on weight of 4,000 Ibs. at 92c per 100 
lbs. instead of weight of 6,395 Ibs. 
at 38c per 100 Ibs., or an aggregate 
charge of $21.10, a difference of 
$15.70; that on June 15, 1910, the 
Chesapeake Iron Works’ shipped 
from Baltimore, Md., to Selma, N. 
C., two girders measuring 23 feet in 
length and one girder measuring 18 
feet in length, weighing 3,718 Ibs., 
charges assessed and _ collected 
$15.58, based on weight of 4,000 Ibs. 
at 78c per 100 Ibs., instead of 3,718 
lbs. at 28¢ per 100 lbs., or an aggre- 





Nev.-Calif, 


Oregon 


gate charge of $10.41, a difference 
of $5.17. 

Complainant prays that defendant 
be made to answer such charges and 
after due hearing and investigation 
to cease and desist from such viola- 
tion, and asks reparation in the sum 
of $46.62, or such other sum as the 
Commission may deem complainant 
entitled to. 

Merchants’ & Manufacturers’ As- 
sociation of Baltimore and Chesa- 
peake Iron Works. 


Power Co. of Goldfield, 
Nev., vs. Sou. Pac. (3569). 

Complainant alleges that it deliv- 
ered to the Southern Pacific on or 
about November 9, at Hercules, 
Cal., one carload of dynamite for 
transportation to complainant at 
Laws, Cal., at rate of $3.71 per 100 
lbs. Complainant contends that it 
suffered in sum of $248.59, repre- 
senting difference between charges 
as assessed and what would have re- 
sulted from application of legal rate 
of $2.71 per 100 lbs. 

Complainant prays that after due 
hearing and investigation defendant 
be made to answer such charges, to 
cease and desist from said violations 
and asks reparation in the sum of 
$248.59. 

J. O. Brocken, attorney for com- 
plainant, Pacific Bldg., San Fran- 
cisco, Cal. 


& Washington Lbr. Mfrs.’ 
Assn. vs. Sou. Pac., Corvallis & 
E. and Independence & Monmouth 
(3564). 

Complainant alleges that on or 
about September 13, 1910, the South- 
ern Pacific company filed with the 
Interstate Commerce Commission, 
to become effective October 16, 
1910, local joint and proportional 
freight tariff 47E, I. C. C. No. 3409, 





Governor Stubbs in Reply 


Topeka, Kan., October 14.—Governor Stubbs, in a 
letter to President Ripley of the Atchison, Topeka & 
Santa Fe, which was given out on Tuesday, replies to 
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naming rates on lumber and prod- 
ucts between points in Oregon and 
between points in California. Com- 
plainant claims that rates carried in 
this tariff are excessive, unreasona- 
ble and unjust in comparison with 
rates charged by defendants prior 
to October 16, 1910. 

Complainant prays that defend- 
ants be made to answer such charges 
and after due hearing and investi- 
gation to cease and desist from said 
violation and to put in force more 
reasonable and just rates. 

Teal, Minor & Winfree, Portland, 
Ore., and Borders & Walter, The 
Rookery, Chicago, Ill, attorneys for 
complainant. 


Swift & Co., Chicago, Ill, vs. Evans- 


vile & T. H.,, C C..C. & St.. L., 
L.S. & M.S.,N: Y¥.C. & H. R. 
and B. & A. (3572). 

Complainant alleges that it or- 
dered on July 17, 1907, four double- 
deck cars for the purpose of trans- 
porting hogs from Evansville, Ind., 
to East Cambridge, Mass. 

Complainant avers that defend- 
ants were unable to furnish same 
four double-deck cars and in lieu 
thereof furnished one double-deck 
and three single-deck cars; charges 
were exacted on said shipments 
based on minimum weight applicable 
to each car at legal rate of 31%c, 
charges collected $220.50. 

Complainant claims that if the de- 
fendants had furnished double-deck 
cars as ordered, charges thereon 
would have been $207.90. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violations and asks reparation 
in the sum of $12.60, 

Swift & Co., by A. R. Fay, Chi- 
cago, Ill. 








railroad companies 


“Will you also be kind enough to explain why the 
invariably demand protection from 
the federal court upon the charge that their property 
is being confiscated by a certain proposed rate which 
the railroad claims will not pay a fair return? 


one written by Mr. Ripley on October 1 concerning If it is necessary for the court in determining 


freight rates, which had been discussed at the shippers’ 
convention which was held in this city recently under 


the governor’s call. 


President Ripley said in his letter that while he 
is not averse to a physical valuation of railroads, it 
would be a needless extravagance on the part of the 
sovernment and of no value for rate-making purposes. 

“It is as much my duty to protect the interests of 
the public against unnecessary advances in freight rates 
4s it is your duty to demand reasonable pay for the 
services rendered by the railroad company,” replies the 


governor. 


_ “The living expenses of every man, woman and 
child «in Kansas will be affected if your proposed ad- 
vances in rates are permitted by the Interstate Com- 


Merce Commission. 


“Now, Mr. Ripley, if the physical value of the prop- 
erty and the capitalization of a railroad have nothing 
to do with fixing rates, will you kindly state for pub- 
lication upon what basis your Santa Fe rates are fixed? 


whether rates are too high or too low to take into 
consideration the value of the property, if you repre- 


sented the public would you prefer to know .yourself 


cent bystander?” 


property, 





the value of the railroad property or would you leave 
it to your opponent, a deeply interested party, to fur- 
nish this vital information to the court? 


“Why do not the railroads permit the public to 
furnish information concerning valuation, capitalization 
and earnings of railroads to the courts and the railroad 
company do what the public now does—remain an inno- 


Governor Stubbs also challenges President Ripley’s 
statement that the Santa Fe has never issued a dollar 
except for cash which was invested honestly in the 
and asserts that Santa Fe securities have 
increased in value $150,000,000 in fifteen years, while 
the road has accumulated $20,000,000 surplus and set 
aside over $30,000,000 in other assets. 
declares the road ought to increase the wages of its 
employes instead of raising freight rates. 


From this he 
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of National and Local Interest. 





In these cOlumns, we aim to give current newspaper comment on 


live topics; the publication of an editoria| 


here carries with it neither the approval or disapproval of the opinions therein expressed.—The Traffic Service 


Bureau. 


en nd 


The claim of the railways that their own higher cost 
of living must be met by a somewhat higher charge. for 
the charge for the service which they have to sell has by 
no means been denied recognition in the community at 
large, says the New York Post. But this cannot serve to 
validate any increase which the companies may propose. 
We have heretofore pointed out that the railways, both 
by acting in concert on the rate advance and by re 
jecting in their Chicago testimony the alternative that 
competition might regulate excessive rates, have recog- 
nized the existence of a virtual monopoly. This monopoly 
may be inevitable; but if so, it brings with it the necessity 
of review by proper public authorities of any change in the 
price of service, and it is this task to which the Com- 
mission has now applied itself. Clearly, under such cir- 
cumstances, the railways must state their case frankly 
and completely. We know of no reason why they are 
likely to be denied any increase of rates whose justice and 
propriety are demonstrated. But we can see a good many 
reasons why an adverse judgment would be invited by a 
refusal to present their case in all its details.—Wichita 
(Kan.) Eagle. 


* K * 
It is true that the kaiser and Colonel Roosevelt 
have many traits in common. Both are vain; both have 


plenty of egotism; each has a touching ambition, and 
each has read about Napoleon’s star until they are cer- 
tain that when a certain order of mind comes to the 
earth the stars are in accord with it, and that they 
have that order of mind neither for a moment doubts. 
When the kaiser, the other day, permitted his tongue 
to run away with him, and in a public speech declared 
that, when he received his crown, it was a divine gift, 
he had the same assurance that our colonel has when 
he announces his policies. That the throne, hedged 
about with limitations, came to the kaiser in regular 
succession, does not matter to him; that all his so-called 
policies have been in the thoughts of a hundred states- 
men and in the hearts of millions of his countrymen, does 
not matter to the colonel. 

But that the kaiser has a profound affection for 
fatherland, and that Roosevelt’s love of country causes 
him to hold honor, fortune and life itself at his country’s 
call, no one doubts. The only trouble is, each wants 
to run things his way. The kaiser would if he could 
abolish the Reichstag; the colonel really cannot see any 
use of the Senate, representatives or even the Supreme 
court, so long as he is around to direct things. The 
kaiser loves to mount his horse and put an army division 
through its maneuvers, the colonel loves to mount a 
horse and jump fences or chase coyotes. They are a 
most picturesque pair. 

If they had been born horses instead of men, then 





neither of them would have gotten over their coltish 
capers, even when both were spavined and had splints 
on both forelegs. 

And the world is not half done hearing from either 
of them. Wait until the kaiser gets his ffeet of fighting 
ships ready and Francis Joseph passes away; wait until 
1912 eomes around and the republican party, distracted 
with international contentions, needs a standard-bearer: 
and something will be doing. Will not the kaiser have to 
take a hand in order to secure the peace of Europe? 
Will not the colonel again, “against his will,” “be forced” 
to rush to the rescue?—Pine Bluff (Ark.) Commercial. 

* * * 

The action of the railroad employes’ union in sup- 
porting the railroads in the campaign for higher freight 
rates was to be expected. , 

A community of interest between the 
their men has been perceived on both sides. 

The railroads look with unusal favor upon the em- 
ployes’ demand for higher wages, and the employes see 


that the best hope for increases in wages lies in larger 
earnings. . 


roads and 


The opinion of the unions, however, upon the ques 
tion before the Interstate Commerce Commission is of 
little weight. . 

The employes cannot pretend to any expert know! 
edge as to whether or not present rates are sufficiently 
remunerative. 

The question is a difficult and technical one. 

The declaration of the unions is doubtless intended 


to have effect in political circles favorable to the rail 
roads. , 

Whatever effect it has cannot be regretted by those 
who desire to see the railroad treated fairly and not 
made the game of demagogues and professional railroad 
baiters. 


The alignment of the employes on the side of the 
railroads will tend to counterbalance the political im 
portance of the aggrieved shippers and other hostile 
elements on the opposite side. 

The question of rates should not 
political question. 

The action of the unions will be a check upon aly 
tendency that may exist to drag it into politics—Okl« 
homa Capital. ; 


* * * 


be treated as 3 


Perhaps coals have not yet been carried to Ne® 


castle; certainly, grain from South Africa has beél 
carried to New York; but who would have dreamed 
that Louisiana would be an exporter of corn? Here is 








the tale, as told by the Montgomery Advertiser: 

Last year Louisiana became an exporter of col 
it being her first experience in that direction. This 
year they will have millions of bushels to sell, a 
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some predict that next year the excess of the state’s 
production over consumption may go to 100,000,000 
bushels. When a state raises its corn production from 
16,000,000 bushels, at which amount it stood in 
an aggregate approaching 100,000,000 bushels, 
it may be set down as a revolution in agriculture. There 
is plenty of corn-plant food in any southern state, and 
all the southern acres need is modern intensive culti- 
vation in order to make them produce great crops of 
corn. 

That is the work of that blessed pest, the boll 
weevil, that put the cotton planter out of business and 
forced him to resort to the makeshift of corn. 

Louisiana is the delta of a mightier river than Eu- 
rope or Asia can boast. Perhaps there is a less per- 
centage of barren soil in that state than in any other. 
It is ideal for corn, as it is for cotton. It is more 
hospitable to alfalfa than Kansas or Nebraska, and he 
that would breed, graze, and fat hogs should seek a 
farm in this gulf and cotton state, where pork can be 
put on the market 1 cent a pound cheaper than Iowa, 
Missouri or Kansas can supply it. 

In a few years it will be realized that the south 
is as good a grain section as the west; and the south 
has an immense advantage in her climate, that makes 
the crop season 60 days longer than that of the west, 
and 90 days longer than that of the north.—Exchange. 


x * * 


about 
1902, to 


Exclusive of Alaska, and the forest reserves set 
apart by different states, the forests of this country 
cover an estimated total of 600,000,000 acres, writes 
Kate Burr in Norman E. Mack’s National Monthly for 
October. That is 32 per cent of the whole acreage of 
the nation. Including Alaska, much more than one-third 
of the entire resources of the country, measuring them 
by square contents, are embodied in its forest properties. 

This gigantic and superb bequest from nature repre- 
sents a literal money value of more than two billions 
of dollars. 

But its potential money value is beyond the power 
of mathematical science to express. It would be sheer 
childishness to try to approximate it by reckoning up 
the amount of timber now actually on the ground. 
Though the yearly timber crop which the 194,500 acres 
of national forests are capable of yielding would be 
worth $10,000,000 on the stump, and probably. $100,- 
000,000 after being made ready for market, the: forage 
value of these lands for the immense herds of horses, 
cattle, sheep and goats which graze on them, amounts 
to about $10,000,000 annually. 

Assuming, as it is fair to do, that the normal annual 
timber crop of the 600,000,000 acres of woodlands in 
the United States (national, state and privately owned) 
would have a value, “on the stump” of at least $30,- 
000,000, that must be multiplied by ten to get the worth 
of the same timber prepared for market, thus reaching 
the colossal aggregate of $300,000,000, and that only 
for a single year. 

Take into account the infinite extension and _per- 
Petuation of propetries by preservation and replanting 
of the forests, and the vast problems of grazing, water 
Storage, agricultural development and manufacturing 
Progress, which are directly or indirectly connected with 
this forestry question, and we begin faintly to realize 
the titanic Magnitude of the possessions which the 
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United States is frittering away. The fact is, the wealth 
potentialities of the timber lands of this country are 
like astronomical distances, because they stun the mind 
with their enormousness. But they are unlike astronom- 
ical spaces, because the number of miles between the 
fixed stars and the earth can be stated in cold figures, 
and the worth of our forests, to ourselves and pos- 
terity, cannot. The combined riches of Rockefeller, 
Morgan, the Astors and the Vanderbilts sink into ant- 
heaps compared with the forest entail, which exceeds 
the resources of computation.—Topeka Journal. 


* * * 


The United States department of agriculture stands 
ready to prove that the farmer is heavily handicapped 
by the two million miles of public roads of this country, 
of which only seven per cent is improved. It stands 
ready to show that the cost of hauling a ton of farm 
products to market over country roads is upon the aver- 
age 25 cents, says the Birmingham Age-Herald. On mod- 
ern improved roads the cost is but eight cents. On 
“dirt” roads it is 39 cents, and on sandy roads it varies 
from 33 to 64 cents. These figures are demonstrable, 
and no farmer will dispute them, for they know full well 
what the cost for poor roads is to them. 

Were the cost of the haul to the railroad reduced to 
12 cents a ton, as it readily could be by improving the 
public roads, the saving to the farmers of the country 
would be just about $250,000,000. “It seems easy,” says 
the Washington Herald, ‘‘to write the figures $1,000,000 
a day; that is the amount of loss, or rather that is the 
loss of gain the farmer would get if he had good roads. 
He would get $1,000,000 a day more for his products than 
he does now. His bad roads imply a loss of about three 
dollars a year for every man, woman and child in the 
United States. If we can add that $250,000,000 to the 
purchasing power of the farmer, it is not likely that we 
should hear so much about hard times; there would be 
bound to be a proportional increase in prosperity, and 
our agricultural assets would be very largely increased.” 

This estimate does not include the increase ’ value 
that would accrue from good roads to farm lands. It 
takes account simply of the freight expense which -neces- 
sarily begins at the farm. The cost of the: haul to the 
railroad is regulated by the condition of the public road, 
and the time is fast coming when the farmer will de- 
mand that he shall be considered when money is being 
poured out like water for railroads, waterways: and. the 
like. 


% * * 


Wall Street Journal: It is with feelings of amuse- 
ment or relief, according to one’s sympathies in the 
controversy, that one reads an attorney’s correction of 
the testimony of Vice-President. Park of the Illinois 
Central railroad before the Interstate Commerce Com- 
missioners on the subject of capitalizing improvements 
originally paid for out of income. 

Owners of railroad securities might profitably spend 
part of their time praying to be delivered from their 
friends. If Mr. Park was correctly quoted, he expressed 
the opinion that the railroads should be allowed to earn 
a substantial annual surplus over dividend requirements, 
to invest such surplus in improvements, to capitalize 
such improvements and finally to earn a “reasonable” 
return upon the resulting additional capitalization. 


The following day it was explained for Mr. Park 
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that he had not meant just that, though it was not made 
very clear just what he had meant. Certainly no rail- 
road manager or capitalist thinks anything of the kind. 
The theory upon which surplus earnings are used for 
improvements, and upon which such use of the surplus 
is regarded as vitally necessary by the best railroad 
executives rests upon two principal facts: First, that 
every railroad is compelled by the growth of the com- 
munities it serves and the development of its own 
business to make large expenditures which do not result 
in any direct increase in earning power; second, that, 
however liberally a road is maintained, there is a real 
but undetermined obsolescence of the plant, a slow 
death of the original capital put into the business, which 
neither repairs nor allowances for the depreciation of 
specific items, of property quite suffice to reach and 
offset. 

It follows remorselessly that such expenditures from 
income, which the experience of the best managed rail- 
roads in the United States strongly recommends for gen- 
eral adoption, cannot safely or honestly be capitalized. 
That they help to nourish a body of credit which enables 
the carrier to float additional securities for the construc- 
tion of new lines or the creation of other needed facili- 
ties of commerce, does not mean that the improvement 
expenditures are being capitalized. In this case it is 
the new lines and facilities that are being capitalized, 
as they may properly be, by a company that commands 
the confidence of investors because in the past it has 
shown a disposition to keep the investor’s dollar whole. 

If our urban communities had ceased to grow, and 
our agricultural regions to call for more and better 
railroads to move their produce to market, there might 
be no need of allowing the railroads such rates as would 
enable them to charge some part of their improvements 
to income.—Wall Street Journal in Wichita Eagle. 


* * 


Prof, Cady Eaton of Yale, at New Haven, predicted 
a possible monarchy or a breaking up of the United 
States into small republics, unless the country is purged 
of centralization and everything that is opposed to the 
principles of the founders of the republic. 

“The people of the several sovereign states are 
tired,” he said, “of a financial system, imposed by the 
central government, which deprives them of the control 
of their own finances, puts money of the country into 
the hands of a single individual, to be moved and dis- 
tributed as he pleases, and ignores the differences in 
values which necessarily exist in a country of such vast 
extent and of such geographical, climatic and agricul- 
tural extremes. 

“The whole system is based on a law which, intro- 
duced as a tax, is not a tax, as it yields no revenue, 
but is an unconstitutional prohibition. Accepted at the 
time it was passed as a war measure, it has been al- 
lowed to subsist, and has never been brought before the 
Supreme court for the adjudication of its character. 
Some change should be effected whereby laws may be 
declared unconstitutional before they have grown into 
the life of the nation, and large interests have become 
involved in their retention. 

“Though the establishment of an empire in this 
country may not be conceivable, the disruption of the 
Union into independent republics is conceivable, possible 
and to be feared, if there be not great changes at 
Washington. A new secession, not handicapped this time 
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by slavery, may be the only way for the people to 
regain their liberties and to terminate the rule of graft.” 
—New York Tribune. 


Shoe Rates Protested 


The New England Shoe and Leather association, with 





headquarters in Boston, after carefully analyzing the pro- 
posed advance in the rates on shoes, has prepared and 
sent to the Interstate Commerce Commission the follow- 


ing protest: 
“The directors of the New England Shoe and Leather 
association, after thorough investigation by its representa. 


tives and complete discussion by the board, are con- 
vinced that, while it may be true that the increase in 
wages recently granted by the railroads should be paid 


by the public through increased freight rates, their meth- 
ods of distributing the proposed increase is unjust, un- 
reasonable and discriminative, in that it proposes an 
advance of-20 per cent or more on the innumerable, 
common and widely distributed necessities of life manu- 
factured in New England, including boots and shoes, at 
the same time making no increase whatever in the arti- 
cles constituting over two-thirds of their entire traffic. 

“Such action, taken, as it has been, without a com- 
prehensive or sufficient study of industrial conditions, 
would, if permitted, produce results injurious, and in 
some cases destructive, to important interests in the 
eastern manufacturing centers. 

“The New England Shoe and Leather association 
therefore desires to register its protest, and begs that 
your honorable body will withhold its approval of the 
advance in rates as proposed.” 


Fast Freight Service 


The Chesapeake & Ohio lines have inaugurated a 
fast freight train service for the handling of fresh meat, 
provisions, etc., from Chicago. This train leaves the 
Union Stock Yards, Chicago, daily at 7 p. m., and is 
scheduled to reach Richmond, Va., by 10 a. m., the third 
morning. Up to the present time the train has never 
arrived at its destination behind its schedule, and the 
average time of arrival has been about 8 a. m. 





Tap Line Order to Be Vacated 


Washington, D. C., October 14—An order is 12 
course of preparation by the Interstate Commerce Com- 
mission vacating the order recently issued suspending 
the tariffs filed by many interstate carriers cancelilé 
through routes and joint rates with so-called “tap lines.” 

It is the purpose of the Commission in vacating the 
original order merely to permit rates other than those 
applying to “tap lines” to go into effect. Many of them 
are reductions, but in suspending the tap line rates 
the entire tariff had to be suspended also. With a view 
to permitting the general rates to become effective, the 
Commission will vacate its order. The common carriers 
then will file supplemental tariffs canceling the tap line 
rates, which in turn will be suspended by the Commis: 
sion. 

This action will put all of the tap line cases before 
the Commission in the same attitude. At the same time 
ith will do no injustice either to railroads or to shippers. 
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FREIGHT TRACING AND CLAIMS 





Shippers Are Frequently so Anxious About Their 
Freight They Needlessly Trace It 





One thing which within the past three or four years, 
has contributed more than its usual proportion to the 
operating expenses of railroads is the increasing volume 
of correspondence, 

In this connection, two articles which have come to 
our attention recently are herewith reproduced. The one 
on “Tracing” is reproduced from the Paint and Varnish 


Record and the one on “Preparation of Railroad Claims” 
is from Farm Implement News: 


Tracing. 


In business, if we lessen the correspondence we are 
to take care of, we feel that we are economizing; and 
further, if we lessen the correspondence of those we 
deal with the outside of their orders for what we have to 
sell, we feel as if both sides of the correspondence field 
have been brought nearer to practical economy. 

In the transportation of freight about the United 
States, there has grown a great evil, so nearly absolutely 
useless that one wonders why the tracing of freight ship- 
ments is so generally practiced. ' 

There are several reasons why a shipment does not 
reach the purchaser as quickly as the purchaser would 
desire. The first reason, very often, is, the purchase is 
made after the article is urgently needed, and another 
reason might be a delay in the mails, causing the order 
to be slow in arriving at its point of supply. It is pos- 
sible that a question of the credit of the buyer may be 
involved, causing delay in the filling of the order. There 
may be congestion in the office where the purchase is 
made, and the order delayed; there may be congestion 
in the factory or ware-rooms; there may be a shortage 
of supply of some portions of the order; the order itself 
may be misplaced. 

But assuming that all of the above has not occurred, 
the order has not been delayed in any way and is not 
wanted in a hurry, there is yet reason to consider the 
intricacies the shipment goes through to get to its des- 
tination. It is one thing to put some money and a bit 
of paper into a small receptacle strung on a wire with a 
spring behind it, as is seen in many stores, where they 
transmit the cash from sales counter to cashier, pull a 
tigger and see it go direct to its destination; and it is 
another thing to deliver a small shipment to the railroad 
Station of a large city, to be mixed up with a great 
variety of other shipments, then sorted out, placed in the 
proper cars, they in their turn to be taken to the clas- 
sification yards, and the cars themselves assorted out, 
before they are ready to start on their journey. It means 
there is much to be done after the railroad has receipted 
for the shipment. but before the shipment is actually on 
its way to its destination. 

A customer either wires or writes, calling attention 
to the fact that his order placed a few days before has 
Nat arrived and please trace or. wire trace. Sometimes 
these requests are made at the same time the order is 
given, 

As soon as the firm receiving the order receives the 
request to trace or wire trace, they have some one in 
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their employ make an extra copy of the bill of lading or 
shipping ticket, that is, after the shipment has been made 
this is sent to the local or commercial office of the trans- 
portation line the shipment moves over. Sometimes this 
is followed by one or more repeats of the same request to 
trace the same shipment. 

In the meantime, what is the shipment doing? It is 
traveling on its journey quite all unconscious of the 
great hullabaloo behind it to hurry it to its destination. 
It is deaf and it trundles on its way no faster and no 
slower, because being traced. Why? 


Because transportation lines are well organized, have 
an immense amount of freight to handle, and apply 
the best systems thought out to giving despatch service 
on every shipment they handle. No one shipment can 
be taken out of its orderly place and given special 
transportation to speed it on its way because someone 
is aching to get it. The idea of that happening is ab- 
surd. If one stops to think about it, then, why trace? 
Because you are in a hurry, it don’t hurry the ship- 
ment, but makes a lot of worry, work and useless corre- 


spondence for the purchaser, seller and transportation 
lines involved. 


When a shipment is missing and will not check up 
with the way bill, the transportation lines do some 
looking for it, because if they have receipted for the 
shipment and cannot deliver it they must pay for it. 

It is reasonable when a shipment has not arrived in 
a reasonable length of time, and has been unreported 
for a long enough time to be evident that it is astray or 
lost, that it should be industriously traced, and the trans- 
portation line involved urged to use its best efforts to 
deliver the shipment before a claim is filed for the loss. 

When one desires to know what time is consumed 
between starting and finishing point, a tracer will bring 
that information in the course of time. 

What happens when you send a railroad office a re- 
quest to trace a shipment? It is one of many, maybe 
hundreds, that are arriving at the same office daily, and 
as they come in they are placed at the bottom of a 
stack of others; the tracing clerk takes the top one, 
looks up the way bill reference and makes. inquiry at 
point of origin and destination as to time of starting and 
delivery; all of this takes much time and causes a lot 
of research work on the part of the employes of. the 
transportation line involved. In the course of time the 
person requesting tracing receives a letter stating the 
shipment arrived at its destination on a certain date. 
This information is from two weeks to two months get- 
ting around, and only tells one the date the shipment 
arrived, if it did arrive, but the shipment moved no 
faster, for it would be impossible for it to move faster, 
in spite of all of the worry, work and anxiety brought 
out by the request to trace. In this connection there 
is very little thought given to the immense amount. of 
expense placed on the transportation lines by the .use- 
less tracing, which someone must pay for. WHY 
TRACE? 


Preparation of Railroad Claims. 


The number of claims presented to the railroads 
for investigation and settlement, during the past ten 
years, according to the testimony given at the recent 
rate hearings, has in many instances increased 500 per 
cent. The railroads are preparing to issue and. en- 
force some new and very stringent rules regarding 
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claims, making it of the utmost importance for claim- 
ants to prepare and file claims properly. It is claimed 
that it costs the railroads from $1 to $3 to investigate 
claims and when the number of claims presented reaches 
120,000 per year (as it the case with many roads), a 
huge sum is spent annually. Manifestly it costs the 
same to look into the merits of an unjust as a just 
claim. 

Shippers and receivers of freight will find it to 
their interests in the future to preserve and file away 
in a systematic way all bills of lading and shipping re- 
ceipts, because there is an increasing demand for such 
documents in support of freight claims, whether for 
loss, damage or overcharge. 


We suggest a separate bill of lading file, indexed - 


alphabetically, in which all bills of ading and shipping 
receipts shall be filed under the name of the shipper; 
the filing away of such bills under the name of the 
issuing railroad or the name of the shipping points has 
in actual practice been found to be unsatisfactory. 
Always bear in mind that in claim matters the 
burden of proof is upon the complainant and not the 
defendant. If claims are declined or rejected, find out 
why, and promptly take exceptions to the basis of the 
rejection, if not correct. The railroads are disposed to 
pay promptly all claims that appear to them to be just. 


Traffic League Head Speaks 


Mr. J. C. Lincoln, president of the National Indus- 
trial league, in speaking of the rate question at the 
closing session of the Grain Dealers’ National associa- 
tion in Chicago on Wednesday, said that railroad freight 
rates should not be based upon the physical value of a 
road and upon its capital stock, but upon the competi- 
tion that would be met and the actual value of hauling 
such freight. “Many railroads,” said Mr. Lincoln, “want 
to make their freight rates pay for overcapitalization, 
seeking to impress on the railway and warehouse com- 
missions that they are losing money, because they do 
not derive sufficient revenue under existing rates. 

“This has nothing to do with the value of carrying 
freight. The public should not be expected to pay for 
overcapitalization.” 


Hearing in Kansas City 


In the rate hearing before Examiner Hillyer of the 
Interstate Commerce Commission last week, the prin- 
cipal point brought out by the railroads was that the 
rate on cement from Iola, Kan., to Denver, Colo., was 
relatively much lower than the rate from Iola to Kan- 
sas City. 

The hearing was the result of a complaint filed 
with the Interstate Commerce Commission by the ce 
ment manufacturers, to an increase of 2% cents per 
hundred pounds: between Kansas and Colorado points. 

The rate was suspended and the hearing was for 
the securing of the facts for use by the Commission. 

Mr. K. M. Wherry, general freight agent of the 
Missouri Pacific, was the principal witness for the rail- 
roads. He declared that in 1900 the railroads estab- 
lished a rate of 15 cents between Iola and Denver, 
when the cement makers of Iola declared that a re- 
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cently erected .cement factory near Denver made it 
impossible to pay the 20-cent rate and compete in the 
Colorado markets. Eight years later the rate was in- 
creased to 17% cents without objection from the cement 
makers. 

The short line haul from-iola to Kansas City is 106 
miles and to Denver 695. The rate to Kansas City is 
7% cents and, figuring upon the same basis, the rate 
to Denver should be about 45 cents. 

The 2%-cent increase was made because the roads 
needed more revenue, Mr. Wherry told the examiner, 
and decided to increase _ rates where they believed a 
certain commodity was not bearing its proper share of 
the general transportation burden. 


Special 


Washington, D. C., October 13.—The testimony of 
President McCrea on Wednesday and President Willard 
to-day has been of an impressive character as to frank- 
ness in replies and sincerity in conviction. Mr. Willard 
has given testimony in many ways similar in effect to 
that of President Ripley. It is clear from the testimony 
of all the witnesses here that they are not in favor of 
capitalization of such investments of income as produce 
no increased earnings.: The hearings now indicate a 
clear purpose to make the public familiar with those 
forms of railway management that are in touch with 
public sentiment regarding a high standard of public re- 
sponsibility. There must finally be much good from this 
policy. 


EIGHTY-ONE PER CENT ON TIME. 


Albany, N. Y., October 14.—The public service com- 
mission, second district’s report of passenger train de- 
lays for the month of August, 1910, shows that during 
that month 71,300 trains were run in the state of New 
York. Of these 81 per cent were on time at terminals. 
The average delay of each late train was 23.2 minutes. 
The average delay for each train run was 4.3 minutes. 
The principal causes of delay were waiting for trains on 
other divisions, 32.5 per cent; train work at stations, 
16.2 per cent; waiting for train connections with other 
railroads, 15.6 per cent; trains ahead, 8.5 per cent; 
meeting and passing other trains, 6.1 per cent; engine 
failures, 5.3 per cent, and wrecks, 4.7 per cent. 


MISSOURI GRAIN HEARING CONTINUED 


The Railroad and Warehouse commission of Mis 
souri has ordered a further continuance to January, 
1911, the exact date to be fixed later, in the matter of 
formal hearing of proposed reduction in the following 
rates: Wheat, corn, oats, and class rates. This heal- 
ing was to have occurred on October 18. 


GROWS BETTER YEAR BY YEAR. 


“Your publication is becoming more and more valu- 
able each year, and we consider that we could not 
afford to be without it.”.—George E. Keith company, 
shoe manufacturers, Campello, Mass. 
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Special Service 


—When you want some information on traffic matters. 
—Information not readily obtainable through other channels. 


Call On Us 


—We place Washington at your elbow. 


—We give you the benefit of the files there, the only com- 


plete files of Interstate freight rates in the United 
States. ) 


Individual Service 


—That’s what our Washington bureau means to you. 
—The service of experienced rate men, of trained investiga- 
tors, is placed at your command. 


The Next Time 


—You need traffic information call on us. 

—We furnish anything from a single rate to a compilation 
covering the entire country. 

—QOur only limitation is your wants. 


The Cost Is Small 


—The cost of this service is small. 
—It is based on the actual time spent in your service. 


ADDRESS 


THE TRAFFIC SERVICE BUREAU 


Washington, D. C. Chicago, Tl. 
603-605 Westory Building 126 Market Street 
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Craffic World Changes 


E. H. George has been promoted from chief clerk 
to eastbound freight agent of the Wabash railroad, with 
headquarters at Chicago, and G. B. Ingersoll from con- 
tracting to westbound freight agent. 

R. S. Fife, commercial agent of the Missouri, Kan- 
sas & Texas railway at St. Louis, Mo., has been ap- 
pointed general eastern agent, with headquarters at New Sa 
York, N. Y., vice C. C. Hopper resigned. SANTA FE TRAFFIC INCREASES 

C. J. Fellows has been appointed car service agent September carloading on the Santa Fe increased 5 
of the Cincinnati, Hamilton & Dayton railway. Mr. per cent. The principal gain was in miscellaneous 
Fellows resigned from a similar position with the Chi- freight. 







cago Great Western railroad some time ago. Later he 
was connected with the business department of The 
Traffic Service Bureau. 

H. B. Chamberlain, vice-president of the Tennessee 
Central railroad, has been elected a director of that 
line, vice S. M. Felton, resigned. 

Effective October 10, Mr. C. W. Taggart is appointed 
general freight and passenger agent of the Baltimore 
& Ohio Chicago Terminal Railroad company, with head- 
quarters »t Chicago. 














Continental Bolt & Iron Works 


UNION AND 22D STREETS CHICAGO, ILL. 


MANUFACTURERS OF 


MACHINE BOLTS, UPSET BRIDGE RODS AND 
STRUCTURAL RIVETS 











DO YOU NEED HELP? 


Sell The OIL TRADE 


Some 1,100 Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers in 
this country are Constantly in the market for 


Experienced Traffic and Office 
Man Wants Opening for Serv- 












ices and Investment. B 





Add. {, 1@—Care Traffic Service Bureau. Steel Tanks Tank Cars 
a ne . 
ose team an 
Hose Couplings Gas Engines 
MR. SHIPPER)  '«< Gas Engin 


You can reach this big and growing market 


If you want an ex- : ONLY through 
ert Traffic Man, one J 
ae ona naeeiion debe The National Petroleum News 


Representing Independent Oil Men 


work pay his way, Rese Building Cleveland, Ohio 


Employ it as YOUR Salesman. Write Us. 
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Care Traffic Service Bureau 
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UNDERWOOD 
STANDARD 
TYPEWRITER 


For Billing, Invoicing, Bookkeeping, 
Correspondence, Etc. 
It is a thorough systematizer. 














‘‘The Machine You Will Eventually Buy’”’ 


UNDERWOOD TYPEWRITER COMPANY 


(Incorporated) 
Chicago Branch; 135 Wabash Avenue. 









Long and Short Haul Clause 


Stenographer’s Minutes of the Hearing 
before the Commission as reported in 
this issue, printed on good paper and 
in book form. 











25 CENTS PER COPYSS>= 








The Traffic Service Bureau 


126 Market Street 
Chicago 








THE TRAFFIC WORLD AND TRAFFIC BULLETIN 











CATHCART TRANSFER _ UNION TRANSFER & 






& STORAGE CO. | STORAGE CO. 
| ATLANTA, GA. | INDIANAPOLIS, IND. 








BALTIMORE TRANS- DODD & CHILDS EX- 









FER CO. PRESS CO. 
Light & Lombard Sts. 2 Exchange Place 
BALTIMORE, MD. _ JERSEY CITY, N. J. 















GREANEY BROS. ADAMS TRANSFER & 









STORAGE CO. 
88 N. sth St. 228 W. ath St. 
BROOKLYN, N. Y. KANSAS CITY, MO. 












—S 





J. C. BUCKLES TRANS. 
Co. 





CALIFORNIA WARE- 
HOUSE CO. 


LOS ANGELES, CAL. 





217-219 W. 2d St. | 
CINCINNATI, OHIO 















CLEVELAND STORAGE 
Co. 
CLEVELAND, OHIO 


COMMERCIAL WARE- 
HOUSE CO. 













LOS ANGELES, CAL. 









| BUCKEYE TRANSFER & 
|| ~ STORAGE Co. 
COLUMBUS, OHIO 





PATTERSON TRANS- 
FER CO. 


MEMPHIS, TENN. 















| 











— Ss oe 


Vol. VI, No. 16 


Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 





AGE CO. 


OMAHA VAN & STOR- 


OMAHA, NEB. 











PHILADELPHIA WARE- 


HOUSE CO. 


PHILADELPHIA, 


PA. 





O. E. JONES 
PROVIDENCE, 














x. 1. 





_ PROVIDENCE WARE- 


HOUSE CO. 
PROVIDENCE, 








a 1. 
SRT 


BOWMAN TRANSFER S&. 
& W. CO. 
708 E. Main St. 
RICHMOND, 


VA. 


BROWN TRANS. & 


STORAGE CO. 
goo S. 6th St. 
ST. JOSEPH, 





THE BENEDICT WARE- 

HOUSE & TRANS. CO. 
} 15th and Welton Sts. 
DENVER, COLO. 











F. A. WALSH & CO. 
| MILWAUKEE, WIS. 
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| 
| 





MOVING CO. 


ST. LOUIS, 





HOUSE CO. 
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Directory of Transfer Agents, Freight Forwarders, 
* Warehousemen, Custom House Brokers, etc. 


BINGHAMTON, N. Y. 


WAREHOUSE COM- 
transfer and for- 
warding. The Quackenbush Company. 


BUFFALO, N. Y. 


BUFFALO STORAGE & CARTING 
CO., 350-556 Seneca St. “Unsu 
facilities” for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No. 683. 





CHICAGO, ILL. 


BELT LINE TRANSFER & STORAGD 
CO., warehouses located at 76th and 
Wallace Sts., on Belt Railway; office, 
4 Sherman St.; do a general storage 
and transfer ‘business; issue nego- 
tiable warehouse receipts, good at any 
bank. 


JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bldg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CO., 43d and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C. L, at 
Chicago rates. Insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 
custom house attorneys. 





DALLAS, TEX. 


W. M. EDWARDS, JR., 113 Austin St. 
General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 
our care will be delivered promptly. 





DETROIT, MICH. 


E. FERGUSON CO., LTD., foot of 
yours St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
CO. Genera] cartage and forwarding. 
Special attention to earload distribu- 


tion, 


THE READING TRUCK CO., 6th and 
Congress §ts. Authorized cartage 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. a goes ter attention given 
to distribution of carl freight for 
ae or more les. Merchandise de- 

livered ag 


ELMIRA, N. Y. 

ELMIRA STORAGE & SUPPLY CO. 
General storage, transferring and for- 
warding. Warehouses accessible to 
all railroads. Prompt service. 


KANSAS CITY, MO. 


K. & M. STORAGBD Co., Ninth and 
Santa Fe Sts. 
Track connection with all roads en- 
tering city. 
Carloads stored, distributed and re- 
shipped 


Track capacity, eight cars a ~ oF 

Low insurance, prompt, satisfactory 
service, 

Bonded in accordance with state laws. 


LOS ANGELES, CAL. 


os ANGELES TRANSFER CoO., 
S. Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. Established 1885. 
Wholesale distributors and manufac- 


830 


LOUISVILLE, KY. 

LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses, 


ST. LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and genera] storage. Drayage facili- 
ties. Cars promptly handled. Custom 
house entries attended to. Insurance 
18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
carloads or less. Consignments so- 
licited. 





SALT LAKE CITY, UTAH, 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bidg. General transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
prompt, Established 1872. 


EERIE 


SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings: The Quack- 
enbush Co., proprietors. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING CO. 
Wholesale distributors and manufac- 


——————— 
Ne 





Sree agents. eo oe ae briek ware- 
ouse and unexce transportation 
—. We mabe R specialty of 
representing manufacturers carrying 
at Savannah for su 
southern trade. Prompt attention 
given carload shipments for distribu- 
tion. Drayage. 





WILKESBARRE, PA. 
MERCHANTS’ ARES 


Storage, transfer and 
The Quackenbush Co. 


The Legal End 


co. 











just in the same manner in 

which The Traffic Service 
Bureau has made a reputation 
for furnishing technical data 
on traffic matters, so is it now 
prepared to assist patrons in 
handling the legal phases of 
their shipping business. 


HE Traffic Service Bureau 

is able to offer you the 
services of its legal depart- 
ment, under the personal 
direction of our General 
Counsel. Wecan act either 
as consulting attorney or as 
attorney of record; we will 
handle your case from start to 
finish, or assist in the prepara- 
tion of such legal data as your 
own personal counsel may not 


have at hand. 

A®’ in all other departments, 
your wants are our only 

limitations, 








The Traffic Service Bureau 
603-5 Westory Building, Washington, D.C. 


Lega: Department 
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OU DONT HAVE TO BE A LAWYER 


To Be a Successful Traffic Man, 
| BUT— 
You must be grounded in a knowledge of commerce law 


Not, of course, the minute, technical knowledge of the traffic 
attorney, but a broad general understanding of the principles that are 
fundamental in the construction and interpretation of our statutes govern- 
ing interstate commerce. Complex methods of doing business, methods 
undreamed of by our forefathers, have made necessary much legislation 
that the successful traffic man of to-day must know. 


It is this knowledge that is one of the distinguishing features between a 
traffic manager and shipping clerk. 


To give this broad knowledge of the law, this general but accurate 
survey of the entire field of commerce legislation, there is one work 
whose supremacy has never been disputed. That is 


“Hutchinson on Carriers” 


Since its first appearance it has been recognized as the one work 
authoritatively treating the entire field. It has been revised and brought 
thoroughly down to date. The latest edition, the third, retains all the 
essential features of the previous editions, but has been revised and 
enlarged to cover the many new developments since the appearance of 
the second edition. 


Don’t you thmk a work that has been able to hold the lead since 
1879 should be in your Ausiness library? 


“Hutchinson on Carriers” is divided into fifteen chapters, contains 
1446 sections (1,000 of which have been revised or rewritten), deals with 
11,000 cases (6,000 of which have been added since the second edition) 


and 30,000 citations. 
3 Volumes, $18.00 net. 


The Traffic Service Bureau 


603-5 Westory Building 126 MARKET STREET 
| Washington, D. C. Chicago, Ill. 
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